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APPOINTMENTS TO THE COMMISSION 


President Harding has four places on the Interstate 
Commerce Commission to fill. It is important that they 
be filled at once. The Commission has more and larger 
functions than ever before in its history and it ought 
not to be compelled to work short-handed any longer 
than necessary. Seven members are not enough to 
transact the enormous mass of business that has de- 
volved on this government agency. The entire quota 
of eleven members is necessary. 

But-in addition to prompt action in making the ap- 
pointments we hope due care will be taken as to their 
character. While it is inevitable, we suppose, that poli- 
tics will enter into the selection of the men who are to 
fill the vacancies, we hope there will be other consid- 
erations. Politics seems, for instance, to be dictating 
the appointment of Mr. Esch to one of the vacancies. 
But this is a case where good politics will be good sense 
also. Mr. Esch, we believe, qualifies splendidly for a 
place on this distinguished body, both by natural ability 
and by long acquaintance with and study of many of 
the subjects with which he would have to deal. 

We hope, however, that one good political appoint- 
ment will not be held to justify one or two bad ones. 
We hope the other three places will be filled by men 
competent for the job and with some training for it. 
Mr. Potter has been reappointed. We know of no ob- 
jection to such a course. He is a railroad man of ex- 
perience, especially along financial lines, and such 
a man is needed on the Commission. It would 
then be especially fitting if to the other two places 
the President would appoint either railroad men or in- 
dustrial traffic men whose experience has been such as 
to qualify them for the work and to give them the 
Proper place in the public esteem. We could name, off- 
hand, a dozen industrial traffic men any one of whom 
would lend value to the Commission and who would, 
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doubtless, be glad to serve. It might be more difficult 
to find railroad men of the right caliber who would 
serve, for salaries of railroad officials of the rank of 
traffic manager or vice-president in charge of traffic are 
—on the larger roads, at least—considerably higher than 
the $12,000 a year the government pays members of the 
Interstate Commerce Commission. Yet we have no 
doubt we could find two or three whose names would 
inspire confidence and who would agree to serve, if the 
task were left to us. There is no doubt that the gov- 
ernment pays too little for the services of men for jobs 
like these, but neither is there any doubt that suitable 
men could be found to take the jobs at the salaries of- 
fered, if proper effort were made. 


EFFECT OF HIGH RATES 

It is a peculiar process of reasoning that leads ship- 
pers and representatives of shippers suffering from rates 
that are too high to seek relief in the repeal of the rate- 
making section of the transportation act under which 
the Commission has fixed the rates in question in an 
effort to obey the mandate of Congress so to adjust rates 
as to produce a certain net revenue to the carriers as a 
whole in certain territories. If the rates are so high as 
to prevent business from moving, then such rates op- 
erate to hinder the carriers from earning the revenue 
intended instead of helping them earn it. The remedy 
is a reduction in those rates—not a repeal of the law— 
and if the rates really operate as the complaining ship- 
pers contend, and they can show it, then the carriers 
would doubtless assist in an effort to have them reduced. 

These shippers not only reason crookedly, but they 
are apparently hazy as to the facts. For instance, one 
of them—S. H. Cowan, of Texas—in an interview in 
The Traffic World of February 5, said: 

“We are going to repeal the iniquitous and impos- 
sible rate making rule in section 15A of the amended 
act to regulate commerce because it hog-ties the hands 
of the Commission and leaves it impossible for it to ad- 
minister for want of traffic which, unhappily, the Com- 
mission cannot control. Since the Commission con- 
strues the law to require of it that rates shall be so ad- 
justed that six per cent of the aggregate value, which 
the Commission takes as the basis of calculation, fixes 
the standard required by law, it is powerless to act on 
a complaint of a shipper or a state to reduce rates if the 
reduction will interfere with the guaranteed return. It 
is difficult to see how the railroads can obtain a reduc- 
tion in the rates unless they see that by such reduction 
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The Cincinnati, Indianapolis & Western Railroad Co. 


With its connections 
“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, Indianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. ji 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural intermediate line on through traffic between the East and West, North and South. : 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. . 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville, 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association and 
New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 
Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 
J. A. SIMMONS, General Traffic Manager C. I. & W. R. R. Building, Indianapolis, Ind. R. B. KINKAID, Assistant General Freight Agent 


For information as to Rates, Routes, Service, etc., ask any Railway Soene oF a the C.I. & W. R, R. at any of the following points, where we have 
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the income will be increased rather than reduced. That 
puts the shippers up a tree.” 

Mr. Cowan ought to know the facts better than that 
and he ought to reason more logically. The Commis- 
sion has absolute power to reduce rates and has already 
signified its readiness to consider applications for reduc- 
tions on the theory that lower rates would cause a 
heavier flow of traffic and thus increase railroad rev- 
enue. As to how shippers are put “up a tree” by the 
theory that railroads cannot obtain reductions in rates 
unless, by such reductions, they increase rather than de- 
crease their income, we fail to understand. The ship- 
pers’ case is that the high rates keep business from mov- 
ing and that lower rates would permit it to move. If 
it does not move now and would move under lower 
rates, then the revenue of the carriers would be in- 
creased by the reductions, would it not? The shippers 
have only to show what they allege—that the high rates 
stifle business. 

We are inclined to believe that some rates are too 
high and that they ought to come down, both for the 
relief of the shippers who have to do business under 
them, and in the interest of more business and so greater 
revenue for the carriers. And yet the facts that have 
thus far been presented are not convincing. One hears 
of cabbage rotting on the ground and lemons and 


oranges held at the point where they were produced be-- 


cause the growers cannot afford to pay the high rates 
to ship them to market. And Mr. Cowan has a sad tale 
to tell with respect to the shipment of sheep and cattle. 
And yet the freight rates, high as they are, constitute 
so small a factor in the price the consumer has to pay 
as to sound ridiculous. It would seem that the answer 
is that high freight rates are made the excuse for 
profiteering and that it is the profiteering, not the high 
rates, that keeps business from moving, generally speak- 
ing. This would not apply, of course, to commerce 
where a commodity from a distant point must compete 
in the market with the same commodity supplied from 
a nearer point of production. Here, manifestly, high 
freight rates cut down the long haul business. But it 
does generally apply, we think, where the plea is simply 
that the high rates make prices so high that the public 
will not buy. 


REMEDY FOR RAILROAD EARNINGS 


There are two things, and two things only, as we 
see it, that will put railroad earnings where they ought 
to be to make the carriers prosperous. One is a return 
of general business prosperity. The other is a lower- 
ing of operating costs. Perhaps neither by itself would 
accomplish the desired end. Possibly either would. 
Perhaps both would not. But without one or both the 
solution of the railroad problem seems impossible. Laws 
providing that rates may be increased or ordering that 
they be decreased will not accomplish it. We already 
have a law providing for greatly increased rates, but if 
sufficient business does not move the rates do no good. 
They even contribute, it is believed, to the falling off 
of business because of the very fact that they are high. 
Perhaps the present level of rates would have produced 
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the desired revenue if business had remained good, but 
it did not, and so the rate increase has been, thus far, a 
failure. One may find fault with anything and every- 
thing in the law and propose, as a substitute, this, that, 
or the other thing, but the fact remains that, under any 
plan that can be imagined, business must be increased 
or operating costs cut, or both, if the railroads are to 
thrive. 

The railroads, of course, are not responsible for the 
condition of business and, generally speaking, they can, 
as far as this phase of the problem is concerned, only 
wait for better times and the greater tonnage that will 
be theirs to haul as commercial conditions improve. 
There are some things, to be sure, that they might do 
to help in the creating of traffic for themselves, but they 
probably will not, because they have never done them 
and do not, as a rule, believe in their efficacy. We have 
in mind modern methods of creating new business. This 
has appealed to the railroads in small measure, their 
idea being that it is their business to haul all traffic of- 
fered but that if none is offered they have not failed in 
their duty. But it is fairly accurate to say that the rail- 
roads are not responsible for the failure of business that 
has resulted in smaller tonnage, and can do little to cure 
it. They can only wait for better days. 

While they are waiting, and even if the thing they 
are waiting for should arrive today, they are confronted 
with the duty and the necessity of cutting operating 
costs. The principal item in these costs is labor. They 
are proceeding in due form to get permission to abro- 
gate the so-called national agreements which result in 
such ridiculous disparity between the amount of labor 
performed and the compensation paid therefor. As long 
as there is a Railroad Labor Board with control over 
such matters, we suppose the railroads are doing all 
they can toward this end. They must proceed legally 
and in order. But if the Labor Board cannot see this 
matter fairly or sensibly, or if it takes an unreasonably 
long time to make up its mind about something that a 
good business man could decide in a day, we shall be 
in favor of abolishing it, or at least depriving it of juris- 
diction over this question. There is no question but 
that these agreements are vicious, that the necessity for 
them (if, indeed, it ever existed) has passed, and that 
the railroads cannot get on their feet as long as they 
are in force. 

But there are other respects in which it is charged 
that the railroads pay more in cost of operation than 
they should. Senator Cummins recognizes these allega- 
tions in his proposal to introduce a resolution calling for 
an investigation by a Senate committee of expenditures 
of the carriers. We understand that this would be a 
friendly proceeding for the purpose of shedding light on 
the methods of the carriers. And it is perfectly proper. 
There will, of course, be all kinds of testimony from the 
wild-eyed ones who see the railroads as the pets of 
“Wall Street,” and the freaks who believe that govern- 
ment ownership or operation is the remedy for all 
present transportation ills. But it may be expected that 
there will also be dignified and valuable testimony from 
those who know, as to the methods of the carriers, so 
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that business minds may know the facts and judge 
whether those methods are in accordance with business 
principles. 

There should be no opposition on the part of the 
carriers to such an investigation. They asked relief 
from Congress and got what they asked for. It has not 
worked. Why? Congress not only has a right to know 
but it would be shirking its duty if it did not find out 
why. This railroad problem cannot be solved until all 
the facts are known. If the railroads, under private 
ownership, cannot make a living under the present high 
rates, we must know the reason. If the reason is op- 
erating costs that are improper, we must help them re- 
duce those costs, either by legislation enabling them to 
take the necessary action, or by showing them where 
their methods are inefficient, or both. If the reason is 
merely the one that is responsible for the condition of 
most business just at this time, then there is no cause 
for immediate worry. Business will “come back.” If 
it does not it will be time enough later on to think about 
saving the railroads by dosing them with paternalism. 

Senator Cummins suggests, as one means of reduc- 
ing costs and thus converting rates into net income, 
consolidation of the railroads into fourteen to eighteen 
systems. No doubt that would reduce costs. It is 
based on the same theory as any kind of central opera- 
tion, or government ownership itself. Perhaps we shall 
have to come to it as a choice between failure and gov- 
ernment operation, but we confess that we do not like 
it. At any rate, before anything like that is made com- 
pulsory there ought to be no stone left unturned in the 
effort to discover a method of making the railroads pay 
under private operation and without compulsory con- 
solidation. We believe it can be done. Of course, if it 
cannot be done, the railroads, as private enterprises, 
will simply pass out of existence and the government, 
in the discharge of its obligation to see that the public 
has transportation facilities, will operate the roads itself. 


Harking back to the rules now in force for the gov- 
ernment of railroad labor, under the present rules of the 
shop crafts—which the carriers are seeking to have 
terminated—the following is given as an instance of 
labor waste: In order to change a nozzle tip in the 
front end of a locomotive it is necessary: 1.—To call 
a boilermaker and his helper to open the door, because 
that is boilermaker’s work; 2.—To call a pipeman and 
his helper to remove the blower pipe, because that is 
pipemen’s work; and 3.—To call a machinist and his 
helper to remove the tip, because that is machinist’s 
work. The same three forces must be employed to put 
in the new tip. Before federal control a machinist’s 
helper or any handy man put in nozzle tips alone. Simi- 
larly, railroads are required to employ members of three 
crafts—machinists, sheetmetal workers, and electricians 
and their helpers—to make a repair to a locomotive 
headlight which was formerly handled by one or two 
men. 


SPEAKERS AT SHIPPERS’ CONFERENCE 


Francis B. James of Washington, D. C., and William E. 
Lamb of Chicago will be among the speakers at the conference 
of shippers to be held in Chicago March 14. 
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INVESTIGATION OF EXPENDITURES 


The Trafic World Washington Bureay 


If the Senate, at the special session of Congress which Presi- 
dent Harding has announced probably will be called some time 
in April, approves the resolution providing for investigation by 
the Senate interstate commerce committee of expenditures by 
the railroads since the termination of federal control, which 
Senator Cummins, chairman of the committee, proposes to intro- 
duce, the inquiry will be directed toward a solution of the prob- 
lem of the railroads getting sufficient revenue to pay operating 
expenses and to yield a fair return on the investment in prop- 
erty devoted to the public service. 

There is little reason to doubt but that the resolution will 
be adopted and that the investigation will be started soon after 
tue special session begins. In the last days of the Sixty-sixth 
Congress, there were rumblings both in the House and the Senate 
that indicated special attention would be given to the transpor- 
tation question at the coming session. 

Such an inquiry as is proposed by Senator Cummins will 
open for investigation what is generally regarded as the most 
vital part of the transportation problem as it now exists. Senator 
Cummins is convinced that some way must be found, other than 
reductions in wages, to bring about more economical operation 
of the railroads. As to wages, he believes that some reductions 
may. be made and that, particularly, the effect of the standardiza- 
tion of wages by the Railroad Administration should be eradi- 
cated. But, viewing the question of operating expenses broadly, 
he feels substantial reductions can be made by more efficient 
and economical operation. 

The decision to go into a comparison of the costs of opera- 
tion under federal control and under private operation since 
the termination of federal control, it is believed, will open the 
gates for a flood of testimony from the Plum plan leaders, other 
advocates of government ownership or operation, and organized 
labor generally. The cost of repairs to cars and locomotives, as 
to which the Commission is conducting an inquiry as the result 
of charges made by organized railroad labor, will figure promi- 
nently in the investigation. On the other hand, the railroads 


_ will have the opportunity of putting their cards face up on the 


table and to show what they have done with the money they 
have received. 

The efforts made in the senate, in the consideration of the 
Winslow partial payment bill, to reduced the fixed percentage 
of return prescribed by the transportation act, were not taken 
seriously by the majority of the senators, as a means of correct- 
ing the situation. The complaints about high freight rates and 
passenger fares, however, coupled with the fact that those rates, 
due in, large part, no doubt, to the depression in business general- 
ly, were not producing the prescribed 6 per cent net, influenced 
Senator Cummins in making his decision that there should be a 
thorough inquiry into the question of expenses and revenues. 
before an attempt was made to amend the transportation act. 

There is some speculation as to whether the investigation 
proposed by Senator Cummins was formulated as the result of 
his conferences in Florida with Mr. Harding. The senator has 
been in close association with the President and there is no 
question but that they have discussed the transportation problem 
fully. 

Senator Cummins has conferred recently with others in- 
terested in the transportation problem, among them being Com- 
missioner McChord and Judge Anderson, of Boston, former 
member of the Commission. Commissioner McChord has had 
something to do with the Commission’s investigation of the cost 
of repairs, etc. 

Compulsory consolidation of the railroads of the country 
into a limited number of systems, Senator Cummins believes, 
would contribute largely toward more economical and efficient 
operation. He has concluded, however, that before pushing 
legislature to attain that end, the fact as to operating expenses 
should be ascertained. 

The program is for the Senate committee to make a thorough 
investigation and then submit a report as to what should be done 
to meet the situation. 


S. O. NO. 17 VACATED 
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Service order No. 17, issued September 16, 1920, has been 
vacated and set aside as of March 6, at midnight. The setting 
aside was accomplished by means of an amendment to No. 17. 
The reason assigned for the setting aside was that the emergency 
which caused the issuance of the order had “in general bee2 
measurably relieved.” 

The vacated order pertained to the providing for and loading 
of coal cars from “wagon” mines. 

Its vacation leaves in effect only Service Order No. 18, estab 
lishing the assigned car rule to cover cars furnished for the load- 
ing of railway fuel coal. That order is under attack in a formal 
complaint filed, in behalf of Indiana operators by Jonas Waiile, 
traffic manager for the complaining operators. They make thé 
point that, there being no emergency, the Commission is without 
power to keep No. 18 in operation. 
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Current Topics 
in Washington 


Commission the Guardian of the Carriers.—The full measure 
of the guardianship over the railroads granted to the Commis- 
sion began to manifest itself when Examiner Wilson’s recom- 
mendations respecting rules and charges for the reconsignment 
of fruits and vegetables (I. and S. Nos. 1250 and 1276) were 
made public. He recommended that the Commission disapprove 
what the southern carriers offered to do for the shippers because 
they offered to do too much. Naturally, he did not say so in just 
that many words, but, reduced to its simplest terms, it is be- 
lieved that is exactly what he recommended and for the reason 
set forth. Ten years ago such a report would have been im- 
possible. A decade ago the Commission considered itself the 
agency appointed by the law to help the shipper obtain more 
favorable treatment from the carrier. That was the fact, 
whether the idea was good or bad. It is true that the report 
in the reconsignment case is merely that of an examiner. But, 
in answer to that, it may be asked whether the examiners 
evolve their thoughts on the duty of the Commission from in- 
quiries wholly outside the pale of the Commission? That the 
transportation act makes the Commission the guardian of the 
railroads has been clear to many right from the start. The Wil- 
son recommendation, however, has served to remind every one 
who has read the report, that the legislation of a year ago made 
a profound change in the attitude the Commission is required 
to take toward the carriers. It is no longer, even in theory, the 
friend of the shipper only. A report, even by an examiner, 
that takes the ground that carriers in a large section of the 
country propose to be too liberal in the treatment of their 
patrons, six years ago, would have been so unsuspected, that 
the mere suggestion of such a course would have provoked 
amazement. It shows that the laws now have practically de- 
prived even a group of carriers of the wide discretion each in- 
dividual carrier once had. Ten years ago the reports of the 
Commission many times contained statements to the effect that 
the Commission could not deal with a certain situation because 
such and such a carrier elected to pursue a policy that had 
produced, as a reflex, the situation that could not be changed. 
As late as the first blackstrap case, in 1915, the Commission 
was powerless to prevent the Mobile & Ohio from putting the 
molasses rate structure in jeopardy, through its insistence on 
its right to establish a 15 cent rate on imported Cuban black- 
strap molasses from Mobile to St, Louis, notwithstanding the 
fact that that put the Louisville & Nashville and the producers 
of sugar in Louisiana at a disadvantage in trying to get domes- 
tic blackstrap to market. The L. & N. said it could not afford to 
meet that rate, because it had to perform assembling services 
in Louisiana or divide the joint rate with carriers that did per- 
form such services, because a division would make the share 
of one or both too thin. Now, however, the Commission would 
have no difficulty in dealing with a state of affairs of that kind. 
It could forbid the low rate because it has the power to pre- 
scribe minimum rates. By the same sign, it can forbid the 
Southern Classification Territory carriers from giving as much 
free reconsignment service to Florida shippers as they proposed. 


s-——— 








Carriers Saved From Themselves.—Those who remember 
what desperate carriers did in 1893 and later years prior to 1897, 
are inclined to think that the guardianship Congress estab- 
lished over the railroads in the transportation act has saved 
them from themselves. Twenty-five years ago the Louisville & 
Nashville, and other southern carriers, according to testimony 
in the Sloss-Sheffield case, made panic rates on pig iron from 
the Alabama furnaces to the Ohio River, which they were not 
able to get rid of for nearly a generation. They defended the 
rates against which complaint was made in that case on the 
ground that the rates with which the complainants made 
comparisons were made at a time when the country was in 
a panic and the carriers were willing to carry an elephant 
for ten cents, figuratively speaking. It has been suggested that, 
on account of the small amount of tonnage now moving, some 
carriers might be tempted again to reduce rates with a view to 
obtaining a greater tonnage, because shippers are suggesting 
that if the rates were back to nearer the level of 1914, there 
would be more business for both them and the carriers serving 
them. But the power of the Commission is such, however, that 
it can follow the recommendation made in the fruit and vege- 
table part of the reconsignment case, without serious, if any, 
questioning of its power to do so. As to whether Congress in- 
tended to confer such broad guardianship as is being exercised, 
there may be room for argument. There is hardly, however, 
any possible question as to the power. That Congress intended 
Something to be done cannot be denied by any one who has 
taken the trouble to read the law. The report in the recon- 
Signment case does not set forth as a reason why the southern 
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carriers should not be allowed to be as liberal as they propose, 
that the liberality would deprive the Western and Official Classi- 
fication carriers of much needed revenue. The examiner said 
that unlimited free reconsignments would be indefensible and 
argued that, inasmuch as shippers in the north and west did 
not seriously object to what the carriers in their parts of the 
country proposed doing, the charges proposed could not be held 
to be such a handicap on doing business as had been suggested. 





Result of Mrs. Harding’s Peek Through the White House 
Fence.—Washington may be as important a point in world poli- 
tics as the average patriotic American thinks it is, but the 
Washingtonian and: his guests this week have not been giving 
half as much thought to the big things that have been happening 
on the other side of the Atlantic as to one little change in 
Washington. The Hardings have thrown open the White House 
and its grounds as they were before the war. That fact has 
been more talked about than world politics by the man in the 
street, including the folks from that part of the world where 
they affectionately and familiarly refer to Mrs. Harding as 
Florence. And they have not always been kind to the Wilsons 
or mindful of the fact that the country has been at war, that 
cranks are more numerous in war than in peace time, and 
above all that, from April, 1865, to September, 1901, three presi- 
dents were shot and killed by cranks. There has been rejoicing 
this week over the fact that folks have been free to enter the 
grounds, walk under the roof of the portico of the president’s 
house, and enter many of the parlors, just as if they owned the 
house and grounds. This freedom is ascribed to the fact that 
Mrs. Harding and a friend from Marion, about three years ago, 
were ordered by guards to “move on” when they stopped for 
a minute to look through the pickets of the stout iron fence 
surrounding the White House. Mrs. Harding is credited with 
having said then that if she ever obtained the power she would 
see that Americans (from Marion, O., at least) had an oppor- 
tunity to look at the house they had built for their President 
without being told to move on. It may be a little thing, but 
folks have talked about it, even more than about the late Champ 
Clark’s quirk in history, caused by a pig that got stuck under 
a gate. According to the now departed Missourian, the pig’s 
squeals caused a kind-hearted voter to stop long enough to 
extricate it, and that act of mercy caused him to miss his vote, 
and that vote turned the election in that state the other way 
and the vote of that state in that year decided the presidency. 
Clark had a big collection of odd things in history like that which 
he intended to write when he retired from Congress. Death 
retired him two days before the coming of the retirement caused 
by the disaster to his party in November of last year. He 
probably never wrote out his stories. He used to tell them at 
the National Press Club. Inasmuch as he intended writing 
them, no one ever took the trouble to take them down as he 
told them, so they are probably lost. 





The Silica Sand Decision.—Application of the reasoning 
used by Chairman Clark in the Illinois Silica Sand Producers’ 
Traffic Association case, to similar situations with regard to other 
commodities that meet each other in highly competitive mar- 
kets, may have a profound effect on the inter-territorial rate 
structure the Commission thought it was building when it dis- 
posed of the 1920 advanced rate case. Another view of the de- 
cision, on further hearing in that case, is that the Commission 
itself is merely ordering, in a specific instance, the restoration 
of relationship, such as it generally inculcated when it made 
its report in Ex Parte No. 74. Almost any report the Commis- 
sion makes could be pointed to as a mere carrying out of an 
idea put forth in a preceding case. So it might be said that the 
order in the sand case is not a reversal, in any sense, of the 
position taken last July when the rule for making inter-terri- 
torial rates was announced. While the Commission may not 
have intended its decision in the sand case to be regarded as 
of more than ordinary importance, it is believed that shippers 
in Official Classification Territory, whose competitors have 
their shipping points in one of the other territories, will hasten 
to bring to the Commission’s attention cases in which they find 
themselves at a disadvantage in comparison with those com- 
petitors, especially those south of the Ohio River. The west 
coast lumbermen, for instance, might suggest that their com- 
petitors in the southeastern part of the country, relatively 
speaking, have a stronger hold on the eastern markets than 
ever, because, from some part of the southeast, the carriers did 
not take all they might have demanded, under one or more of 
the Commission’s permissive orders. It is a certainty that the 
coal operators in Indiana and Illinois will insist on the Com- 
mission giving some attention to the conditions created in the 
fields in which they meet the competition of operators in Ken- 
tucky and Tennessee. A mere look at the outstanding facts, 
it is suggested, will disclose work for several years to come, just - 
in clearing away lop-sided adjustments created by Ex Parte 
No. 74. 


One Level for All Rates.—One suggested effect of Ex Parte 
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No. 74 and the readjustments that may have to be made “on 
further hearing” is the bringing of rates in all parts of the 
country to about the same level. The old idea that the east 
and north can have materially lower rates than the south be- 
cause of the greater traffic density seems in a fair way to join 
the dodo and other things that once were but are not now. 
There were a few men, as long ago as 1910, who suggested that 
it was probably not accurate to say that the south should have 
higher rates than the north and east because there was not traffic 
enough to enable the railroads to live. The suggestion was 
then made that some of the rates were so high that the country 
could not develop as fast as it should. Fairfax Harrison has 
been preaching that idea for the last two or three years—per- 
haps longer. He acted on it when he equalized New Orleans 
with New York on export and import traffic. He made a bid 
for the southern ports, even as the Illinois Central had been 
bidding for a number of years, though perhaps not as spec- 
tacularly as when Harrison, against the opposition of the east 
and west lines, said he would carry as cheaply to the big Gulf 
port as the trunk lines would carry to the north Atlantic ports. 
In Ex Parte No. 74, the Commission had to announce its con- 
clusion that the people in the intermountain and Pacific coast 
country apparently had been paying rates on a relatively too 
high level and that, therefore, they, like the south, should have 
their local rates increased only twenty-five per cent. But when 
the level of rates has been made practically uniform what room 
will there be for a far-seeing railroad executive? That is a 
question that more than one man has asked himself. Govern- 
mental officials, among whom may be classed interstate com- 
merce commissioners, are inclined to oppose experiments which 
a single executive might be willing to make, knowing that if 
he won he would be called a hero, and if he lost, his neighbors 
would think themselves warranted in asking what, if anything, 
he had above his eye line? 





Inquiry into Railroad Expenditures.—The Cummins proposal 
to have an inquiry into the condition of the railroads’ efficiency 
or lack of it in management, and necessarily all phases of the 
cost of conducting transportation in the country, so far as can 
be learned in Washington, is not causing any shivers among 
the railroad executives. On the contrary, intimations from New 
York, the home of railroad executives, are to the effect that 
they would welcome such an inquiry. It is suspected their 
willingness to have an inquiry set afoot arises in large measure 
from the fact that if such an inquiry were started, it would 
afford them an opportunity to put before the country, in semi- 
official form, the thousands of cases in which the orders of the 
Director-General imposed big wage burdens for comparatively 
small services, as, for instance, $87.50 a month to a colored 
porter for an hour’s work, salaries of station agents which, each 
month, amount to more than the gross revenue at such stations, 
and things of that kind. Many senators have received letters 
from indignant shippers pointing to such examples of waste 
forced on the railroads by the national agreements and wage 
orders of the Railroad Administration. Centralized buying, it 
has been said, was also a cause of needless burdens, because 
such buying shut out of the market the local bidder who could 
undertake to supply a local need, but was unable to undertake 
to supply for a large group of railroads the particular com- 
modity handled by him. Usually a congressional inquiry is not 
relished by the person or persons investigated, but the Cummins 
inquest, it has been suggested, would please the railroad ex- 
ecutives. They were not in a position to talk during federal 
control. Since its termination they have given totals of wage 
increases, but in only a few instances have they gone into de- 
tails as to rates of pay said to be above the level of pay for 
similar service in a given community. A. E. H. 


TRANSPORTATION LEGISLATION 
The Trafic World Washington Bureau 


All bills affecting transportation pending in Congress when 
it adjourned sine die, March 4, will have to be reintroduced 
at the extraordinary session which it is expected will be called 
about April 4 by President Harding, if the authors wish to urge 
their enactment into law. Among the measures which failed of 
passage at the session were those relating to modification of 
Section 10 of the Clayton anti-trust act, the Poindexter anti- 
strike bill, the Scott bill extending the season of navigation on 
the Great Lakes as to passenger vessels, and the bill amending 
the valuation section of the interstate commerce act so as to 
relieve the Commission of ascertaining and reporting the cost 
of condemnation of carriers’ lands in the valuation proceedings. 
The Calder bill, which would take from the Commission the 
right to issue priority orders for the movement of any particular 
commodity, excepting live stock and perishable products, in time 
of emergency, also will have to be reintroduced. Representa- 
tive Scott, of Michigan, said the bill extending the season of 
navigation on the Great Lakes would be reintroduced by him at 
the special session and that he would urge its passage. 

The only bill relating to transportation which got through 
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the legislative jam in the closing hours of the Sixty-ninth Con- 
gress which came to an end at noon March 4 was H. R. 1216), 
amending provisions of the penal code pertaining to the trans- 
portation of explosives. The bill was passed several weeks ago 
by the House, and taken up in the Senate in the last hours of 
the session and passed. It was one of the bills signed by Presi- 
dent Wilson March 4. 

Explaining the measure, Senator Townsend, of Michigan, 
said: “The only way in which it differs from the existing law 
is to guard and protect the public against some of the newer 
inflammables and explosives which have been invented. There 
has been some confusion as to what were subject to transporta- 
tion and what were not. This bill attempts to define more 
clearly the difference between high and low explosives, those 
which can be handled in small amounts with safety to the public 
and those which cannot.” 

The sundry civil bill, carrying appropriations for the Inter- 
state Commerce Commission, about which some doubt as to 
passage had been felt, got through both houses and was ap- 
proved by the President. 

The bill providing for amendment of the transportation act 
so that the Merchants & Miners Transportation Company might 
benefit by the guaranty provisions of the law died with the 
adjournment of Congress March 4. It will be reintroduced at 
the special session of Congress. 

The amendment of section 201, paragraph (c), of the trans- 
portation act, relating to the construction by the Secretary of 
War of terminal facilities for the interchange of traffic between 
rail and inland water lines, referred to in The Traffic World, 
February 12, p. 230, became law through the approval of the 
sundry civil appropriation bill, in which the amendment was 
inserted by the Senate and agreed to by the House. The 
amendment was technical in nature and enacted to enable the 
Secretary of War to make effective the provisions of section 201 
relating to interchange facilities. 





BAUXITE ORE, GEORGIA TO ILL. 


The complaint of the General Chemical Company in its 
case against the Director-General, Central of Georgia Railway 
et al., docket No. 12069, hearing on which was held before Ex- 
aminers Mackley and de Quevedo in Chicago, March 10, alleges 
that the through rate on bauxite ore from Republic, Ga., to Chi- 
cago Heights, Ill., was unjust and unreasonable in that the por- 
tion of it assessed for the haul north of the Ohio River exceeded 
$2.40 per gross ton in November and December, 1918, when the 
chemical company received six cars from that point. Reparation 
in the amount of $265.20 is asked but the Commission is not 
asked to prescribe rates for the future because those in question 
were reduced to $2.40 in Kelly’s tariff, Sup. 4 to I. C. C. No. 789, 
issued August 10, 1919. 

J. D. Ross, local traffic agent for the General Chemical Com- 
pany, appeared for and testified on behalf of the complainants. 
He said the rate paid on the cars was $6.70 per gross ton, $3.70 
of which was for that portion of the haul north of the Ohio 
River. The commodity rate north of the Ohio, the witness said, 
was based on 90 per cent of the sixth class rate, but an anoma- 
lous situation was brought about by the fact that the tariff rules 
provided for the application of the commodity rate on net tons 
and the class rate on gross tons. The result was that the com- 
modity rate was 10 cents higher than the class rate, he said. 
Contemporary rates to Detroit, Buffalo, and Erie, he said, were 
considerably lower and yielded a per ton mile earning far less 
than the six cars involved. Questioned by the examiner the wit- 
ness explained that the bauxite ore was used in the manufacture 
of sulphate of alumina which, in turn, was used in the manu- 
facture of paper and for municipal water filtration purposes. He 
said the commodity was sold on a close margin and that a dif- 
ference of ten or even five cents in the freight charges on the 
ore might give a decided advantage to a competitor. 

A. P. Humburg, who handled the case for the defendants, 
placed on the stand F. A. Law, assistant general freight agent 
for the Illinois Central, who testified that there had been no ap- 
plication for a reduction in the bauxite rate made previous to 
the movement of the cars involved. He pointed out that a 
through commodity rate of $6.70 for a haul of 997 miles was 
low and said that it was a depressed rate caused by potential 
water competition. R. D. Hunter, special agent for the Bigi Four, 
introduced an exhibit purporting to compare the rates from 
Cincinnati to Chicago on bauxite ore with those on other com- 
modities. He said a search of the files in the offices of the Big 
Four failed to show other shipments of the ore than those in- 
volved in the complaint and expressed the conviction that there 
would never be any considerable traffic between the points men- 
tioned. Brief date was set at April 11. : 


BERGEN COUNTY R. R. BONDS 


The Bergen County (N. J.) Railroad in a petition filed with 
the Commission asks authority to extend for ten years the 
maturity date of $200,000 of its first mortgage bonds from April 


-1, 1921. The bonds to be extended will bear interest at not to 


exceed 714 per cent. 
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LOUISIANA RATES, FARES, CHARGES 


In a report on No, 11863, written by Chairman Clark, Louisi- 
ana Rates, Fares and Charges, opinion No. 6675, 60 I. C. C. 
167-85, the Commission held unjustly discriminatory against in- 
terstate commerce the failure of the carriers to increase their 
intrastate passenger fares, surcharges for the use of parlor and 
sleeping cars, and rates on milk and cream on passenger trains, 
the latter to New Orleans and New Orleans rate points, to the 
level of fares and rates prescribed in Ex Parte No. 74. The 
order requires the respondents to bring the fares, charges and 
rates to that level on or before April 30, on not less than five 
days’ notice. 

The Commission reserved rates on sugar cane, multiple 
form tickets, and “municipal” rates on sand and gravel for fu- 
ture consideration. While the rates on cotton were in issue in 
the case, the Louisiana authorities, before the case was finished, 
allowed them to be brought up to the level of the interstate 
rates, so there was nothing to be decided respecting them. The 
Commission called attention to the fact that the Louisiana com- 
mission has not made a final decision with respect to the rates 
on sand and gravel for application to the shipments the freight 
bills on which are to be paid or have been paid by municipal 
or parochial authorities, called in the testimony and argument 
of the case “municipal rates,” and that that forum was still open 
to the railroads, to make their representations. The suggestion 
in that part of the Commission’s report was that the carriers 
should go to the Louisiana body, especially in view of the fact 
that they had made a voluntary reduction in such rates from 
the level established by order of the Director-General. With 
respect to passenger fares, rates on milk and cream, and 
the surcharge for the privilege of riding in a parlor, sleeping or 
drawing room car is the same as the decisions in the New York, 
Wisconsin, Illinois, Arkansas and Minnesota cases, which are 
cited as authority for the holdings in this case. 

Rates on sugar cane distinguish this from all other state 
rate cases because there is no interstate commerce in sugar 
cane. Transportation of cane to the central grinding mills takes 
place only in Louisiana. Transportation of beets to the sugar 
mills in other parts of the state is as nearly analogous to it 
as any other traffic in the country. There is therefore, no ele- 
ment of competition between cane growers and/or grinding 
mills in Louisiana on the one hand and growers and/or grinders 
in another state. 

This distinction between the Louisiana case and the cases 
of all other states afforded Commissioner Eastman an oppor- 
tunity to point out the length to which the Commission has 
gone, in Eastman’s estimation, in construing the sections 13 and 
15a in the cases that have been disposed of. 

_ Because the next cane moving season does not arrive until 
October and November, the Commission said that it would defer 
consideration until some time later. The Commission also laid 
aside the subject for future consideration because, as it pointed 
out, it could not assume that the Louisiana commission, which 
is still considering the subject of rates on cane, would attempt 
to require the railroads to haul that commodity under rates 
shown to be less than the cost of the service. Besides, it 
pointed out, the law authorizes it to avail itself of the co-opera- 
tion of the state authorities. Therefore, inasmuch as the next 
harvest is still months away, immediate consideration of the 
subject is not required. 

When counsel for the Louisiana commission objected to the 
introduction of testimony about rates on sugar cane, on the 
ground that there is no- unjust discrimination because there is 
no interstate commerce in it, the lawyers for the railroads re- 
torted that there is discrimination against interstate commerce 
because the low basis of rates applicable to the traffic in 
Louisiana decreases the return to the carriers. On that point 
the Commission said: 


“It is admitted that there is no discrimination as between 
intrastate shippers of sugar cane and interstate shippers of the 
Same commodity. There is here no interstate commerce in 
Sugar cane, but it seems manifestly unjust that interstate com- 
merce and interstate shippers should be required to forego the 
use of needed equipment in order that this particular traffic 
may be accorded a preference, and that interstate commerce and 
interstate shippers should be penalized through the medium of 
necessarily higher interstate rates in order to meet the deficiency 
in revenue, amply portrayed upon this record, growing out of 
the preferred treatment of this particular kind of intrastate 
traffic and this special class of intrastate shippers. We cannot 
assume that the Louisiana commission would attempt to re- 
quire respondents to haul sugar cane under rates that are shown 
to be less than the cost of service. Under section 13 of the 
Interstate commerce act we are authorized to avail ourselves 





of the co-operation of the state authorities and, inasmuch as the 
next season of harvest and transportation will not begin for 
several months, we shall defer for later consideration the issue 
with respect to rates on sugar cane.” 

In his dissent, Eastman said that this case “illustrates in 
so clear cut a way one ground of dissent that it warrants further 
comment.” Continuing, he said: 

“It appears that sugar cane moves intrastate in Louisiana, 
but that there is no corresponding interstate movement. ‘The 
rates on sugar cane have been increased since 1900 only by the 
25 per cent under General Order No. 28. Respondents presented 
evidence showing that these rates are now below the cost of 
rendering the service, and claim that this proves ‘unjust dis- 
crimination against interstate commerce,’ within the meaning 
of section 13 of the interstate commerce act. This claim is in 
entire harmony with the contention consistently made by the 
carriers in all these state cases, that intrastate rates cause such 
discrimination when they are so low that they fail to contribute 
their fair share of railway operating income, and thus create 
a deficiency which must be made up elsewhere. It is their con- 
tention, in short, that the words ‘discrimination against’ are 
equivalent, as they are used in section 13, to the words ‘burden 
upon.’ 

“The majority reserve these sugar-cane rates for possible fu- 
ture consideration, and under the circumstances I do not criticize 
this disposition of the matter. Nevertheless they remain a 
striking illustration of the difficulties which are encountered in 
construing section 13, not the less striking because in this case 
the issue is deferred. 

“Manifestly, if the carriers are correst in their contention, 
the fact that there is no interstate traffic in sugar cane is wholly 
immaterial, for the ‘burden’ created by the deficiency in revenues 
is necessarily one which falls upon interstate commerce generally 
and not upon any particular class of interstate commerce. It 
also follows, inevitably,’ if they are correct, that we are the 
final arbiters of the reasonableness of all intrastate rates, thus 
acquiring through section 13 a jurisdiction from which we are 
specifically excluded in the opening section of the act. So revo- 
lutionary is this doctrine that I have felt, whatever its intrinsic 
merits or demerits may be, that it could not properly be accepted 
unless the Congress has conferred, or attempted to confer, such 
authority upon us in plain and unmistakable terms; and as 
stated in my expression of dissent in Rates, Fares, and Charges 
of N. Y. C. R. R. Co., supra, I have been unable to discover any 
clearly manifested purpose of this kind. 

“On the other hand, if the carriers are wrong in their con- 
tention with respect to these sugar-cane rates, it must be be- 
cause intrastate rates unjustly discriminate against interstate 
commerce, within the meaning of section 13, only when an ele- 
ment of competition exists between the intrastate traffic in ques- 
tion and interstate traffic of the same kind and when, by reason 
of such relationship, the intrastate rates make it more difficult 
or burdensome to engage in interstate commerce. In other 
words, there must be some injurious effect upon interstate com- 
merce more direct and tangible than the general and indefinite 
effect which may conceivably be caused by a deficiency in the 
revenues of the carriers, and which can ordinarily be transferred 
to the ultimate consumer. 

“T find no difficulty, in view of all the provisions of the act, 
in accepting this interpretation of the words ‘unjust discrimina- 
tion against interstate commerce,’ but where does it lead? In 
this very case the majority find that the intrastate passenger 
fares unjustly discriminate against interstate commerce to the 
extent that they are lower than the interstate fares; but is there 
evidence that all of these intrastate fares have an injurious 
effect upon interstate commerce which is direct and tangible 
and in accord with the above interpretation? Such evidence is 
offered in the case of the milk and cream rates east of the 
Mississippi, but there is no adequate proof of similar injury in 
the case of the passenger business. It is not convincingly shown 
that in all or in any great number of instances a relationship 
exists between the interstate and the intrastate traffic so that 
the difference in fares injures interstate commerce in a way 
which is dissociated from the possible effect of a deficiency in 
the revenues of the carriers. There is no evidence that inter- 
state passengers or localities will be benefited in a direct and 
immediate way by an increase in many of these intrastate fares. 

“The situation is one, in brief, in which the conclusions of 
the majority can be supported in their entirety only by reliance 
upon the doctrine of general ‘burden upon’ interstate commerce, 
a doctrine which, carried to its logical conclusion, gives us ulti- 
mate jurisdiction over the reasonableness of all intrastate rates. 
It has seemed to me that this is also true of all the analogous 
cases which have so far been decided. In Intrastate Rates within 
Illinois, 59 I. C. C., 350, 365, the doctrine was thus stated: 


If, without good reason, the fares within a state are lower than 
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those authorized for interstate application, intrastate passenger traffic 
will not contribute its just share to the passenger revenues of the car- 
riers, and the carriers may not earn the statutory return without 
further increases in the transportation charges on other traffic, includ- 
ing interstate commerce, thus unjustly discriminating against such 
commerce. 4 


Another fact that distinguishes this case from other state 
rate cases is that the adjustment of rates on rough and clean 
rice, made by the state commission, is allowed to stand. That 
has been a highly litigous subject for many years. The carriers 
said that while the adjustment made by the state commission 
would deprive them of a substantial amount of revenue, they 
asked to be allowed to withdraw that issue. The shippers of 
rice consented, so the Commission said it had been withdrawn, 
leaving the state-made adjustment in effect. 


RATES ON MANGANESE ORE 


In an opinion written by Commissioner Meyer on No. 10947, 
Cambria Steel Co. et al. vs. Northern Pacific, Director-General 
et al., opinion No. 6673, 60 I. C. C. 459-64, the Commission has 
held as unduly prejudicial but not unreasonable, a combination 
rate of $12.85 per ton on manganese ore from Philipsburg, Mont., 
to Wharton, N. J., and Johnstown, Pa., because in excess of the 
group rate of $10.15 from Butte and other points in Montana to 
eastern destinations. Under General Order No. 28, the $10.15 
rate was increased to $12.70 but later, at the solicitation of the 
War Industries Board, it was reduced to the old level prior to 
General Order No. 28. 

Commissioner Meyer found that the lawful combination 
would have been $11.60, composed of a rate of $1.45 from Phillips- 
burg to Butte and the group rate of $10.15 beyond. The only 
question was one of reparation and the return of the overcharge. 
Commissioner Meyer, in effect found that it was unduly preju- 
dicial against the ore from Philipsburg, on a haul of more than 
2,000 miles, to impose a rate greater than the one from Butte. 
He said, however, that while on the long transcontinental hauls 
the groups might well be larger than for shorter hauls, the fact 
that the rate was subsequently made the same did not prove 
that the poor adjustment was unreasonable. He said the undue 
prejudice found to exist, had not been shown as the cause of any 
damage. 

Usually eastern furnaces use imported manganese ore. Dur- 
ing the war the western are came east of Chicago because a 
sufficient quantity could not be imported. After the end of the 
war the western ore was again confined to its customary market. 

The report in this case also covers sub-bumber 1, Cambria 
Steel Co. vs. Same. 


RATES ON SILICA SAND 


As a cure for a relationship that unduly prefers the pro- 
ducers of silica sand at Gray’s Summit, Silica, and Pacific, Mo., 
and unduly prejudices producers of the same kind of sand in 
the Ottawa district in northern Illinois, in the matter of ship- 
ments to destinations east of the Indiana-Illinois state line, the 
rates from the Missouri points are to be brought up in accord- 
ance with the Commission’s decisions in the five and fifteen per 
cent cases, and then the 40 per cent addition decreed in Ex Parte 
No. 74 for eastern district rates is to be put on top of the rates 
that would have been operative had the carriers taken the five 
and fifteen per cent increases. The inter-territorial rule of 33% 
ver cent is to be disregarded. In that way the Missouri sand 
producers will be deprived of the advantage they now have by 
reason of the fact that the carriers serving them did not take 
the increases permitted by the decisions of the Commission prior 
to the enactment of the transportation act. 

These rates are to be made effective on or before May 16. 
They have been ordered in connection with a supplemntal rport 
on No, 10927, Silica Sand Producers Traffic Association of Illinois 
vs. Chicago Burlington & Quincy, Director-General et al., opinion 
No. 6670, 60 I. C. C. 453-4, on further hearing. In the original 
report (58 I. C. C. 549), the Commission found, among other 
things, that there was undue preference for the Missouri pro- 
ducers of sand. The case was re-opened for further hearing with 
the result that the Commission has reiterated its finding of undue 
prejudice and preference and has issued an order giving definite 
steps to be taken by the carriers in removing the prejudice found 
to exist. 

In the original report the Commission said that the undue 
prejudice existed because the rates from the Missouri points had 
not been increased in accordance with the permission given in 
the five and fifteen per cent cases. 

On further hearing complainant introduced exhibits tending 
to show that even if the carriers had taken all that was allowed 
them in the two cases mentioned, the Illinois rates would re- 
main relatively higher than from the pits of their competitors 
in Missouri, because of the rule for making inter-territorial rates. 

The complainant contended that even increasing the rates 
from the Missouri pits as allowed in the Five and Fifteen Per 
Cent cases would not free them disadvantage because, under 
Ex Parte No. 74 the increase from the Missouri pits would be 
only 33% per cent, while from the Ottawa district the increases 
would be 40 per cent. It contended that there should be the 
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same percentage of increases notwithstanding the fact that the 
Missouri pits are in western classification territory and that 
inter-territorial rates, under the rule prescribed by the Commis- 
sion, having been increased, lawfully, only one third, while in 
the eastern district or official classification territory they have 
been increased 40 per cent. 

“Complainant’s contention that the same percentage of in- 
crease should be applied to the Missouri rates, as was applied 
to rates from its district is sustained,” said Chairman Clark. In 
one of the paragraphs preceding that one, the chairman, in con- 
troverting a proposition laid down by the complainant, said: 
“Moreover, little, if any, sand moves from the Missouri points to 
the eastern destinations.” The two declarations are unusual in 
that the Commission seldom takes the trouble to prescribe rela- 
tionships in instances where there is little movement of traffic, 
as the quoted sentence seems to say there is in this situation. 

Th breaking down of the rule for making inter-territorial 
rates, so far as this situation is concerned, is definite and with- 
out qualification. The determination of the Commission not to 
suspend the tariffs proposing increases on iron ore from the 
upper lake mines to the ports, caused some surprise because that 
was taken as amounting to reversal by the Commission of its 
finding that the carriers in that part of the country were not 
entitled by reason of revenue considerations, to an increase on 
that traffic. It was not, however, a distinct reversal. The re- 
versal was by implication only. 

In this sand case, however, the modification of the rule for 
making inter-territorial rates is definite. It is to be disregarded 
so as to enable the complainants to compete on easier terms with 
the more distant shippers in Missouri, although the movement of 
sand from the Missouri pits, to eastern definitions, according to 
Chairman Clark, is small, notwithstanding that some of the Mis- 
souri pits have lower rates than their competitors in northern 
Illinois have at their disposal. 


RATES ON CRUDE PETROLEUM 


Application of the fifth class rate of 40 cents was condemned 
and reparation was awarded to a subsequently established com- 
modity rate of 14.5 cents on shipments of crude petroleum from 
Bowling Green, Ky., to Louisville, in a report on No. 11430, 
Standard Oil Company (Ky.) vs. Director-General as agent. 
opinion No. 668, 60 I. C. C. 449-50. Similar action was taken in 
No. 11449, Same vs. Same, as to shipments from Rugby Road, 
Tenn., to Louisville, on a fifth class rate of 50 cents, the repara- 
tion being to the basis of a subsequently established commodity 
rate of 18.5 cents. 

Shipments involved in the first mentioned complaint moved 
in October and November, 1918. Those involved in the second 
complaint were made between October 20, 1919, and February 
10, 1920. 

In connection with No. 11430, fourth section application No. 
1952, of the Louisville & Nashville was considered. The railroad 
said, at the hearing, that the fourth section departure had been 
cured and that it desired no relief. Accordingly in fourth section 
order No. 7868, further relief was denied, as of June 1, although 
as before said, the tariffs had been changed prior to the hearing. 


REFUND OF OVERCHARGE ON LEMONS 


A holding that a shipment of lemons from Filmore, Cal., to 
El Paso, Tex., had been overcharged, has been made in No. 11057, 
Sparr Fruit Co. vs. Rio Grande, El Paso & Santa Fe et al., 
opinion No. 6671, 60 I. C. C. 455-6. The complainant, in July, 
1917, ordered two dry refrigerator cars from the Southern 
Pacific. One of the two cars furnished was a Santa Fe Refrig- 
erator Dispatch Co. car. The Southern Pacific notified the com- 
plainant that if it loaded the Santa Fe car, it would have to 
give that road a part of the haul. Accordingly, the fruit com- 
pany billed the car via the Southern Pacific to Colton, Cal., 
thence via the Santa Fe to Chicago. After delivery of the 
Santa Fe car to the Santa Fe at Colton it was diverted to El 
Paso and a combination of $1.17 was applied. The Commission 
found that the applicable combination was $1.075. 

At the hearing the fact developed that the Southern Pacific 
and the Santa Fe have an understanding with each other that 
when the Santa Fe furnishes a Southern Pacific refrigerator to 
a shipper it shall advise him that the Southern Pacific is en- 
titled to part of the haul, and vice versa. It was admitted on the 
trial ef the case that that understanding was not binding on 
the shipper; that if in this case it had insisted on routing the 
car wholly by the Southern Pacific, a lower combination would 
have applied when the car was diverted. To Chicago, the 
original destination, there was no difference in the rate. The 
Commission advised the carriers promptly to make refund of the 
overcharge and the case would be dismissed. 


COAL, W. VA. TO MASSILLON, O. 


An award of reparation to the basis of a subsequently es- 
tablished rate has been made in No. 10726, Central Steel Co. 
vs. Chesapeake & Ohio et al., opinion No. 6666, 60 I. C. C. 443-6, 
the Commission holding unreasonable a combination rate ol 
$2.98 on soft coal from points in the Kanawha District to Mas- 
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sillon, O., shipped between July 1 and October 27, 1917. There 
was a rate of $1.55 contemporaneously in effect from the Kana- 
wha fields to Cleveland and other points in Ohio for equal or 
greater distances from the points of origin. The route over 
which the coal moved to Massillon was only eight miles longer 
than the route over which the $1.55 rate applied. 

Counsel for the Pennsylvania admitted that the factor from 
Columbus to destination was unreasonable to the extent it ex- 
ceeded 73 cents, its division of the rate of $1.55 subsequently 
established over a route embracing the Chesapeake & Ohio North- 
ern, a branch of the C. & O., which was under construction in 
1917, and used to a certain extent to relieve congestion through 
the Cincinnati gateway. The Chesapeake & Ohio contended that 
the route via Limeville, Ohio, embracing the Chesapeake & Ohio 
Northern, was not open during the time the coal in question 
moved. 

The defending carriers contended that a reasonable com- 
bination would have been $1.93 and expressed willingness to 
make reparation to that basis. The Commission, however, held 
that the subsequently established rate of $1.55, which was with- 
out restriction as to routing, would have been reasonable for 
application to Massillon. 


RATES ON SULPHURIC ACID 


A joint commodity rate of 35 cents on sulphuric acid from 
New Orleans to Orange, Tex., has been condemned as unlawful 
and unreasonable in No. 11431, Seaboard Oil and Refining Com- 
pany of Texas vs. Morgan’s Louisiana & Texas Railroad & Steam- 
ship Co. et al., opinion No. 669, 60 I. C. C. 451-2, both as to the 
past and as to the future because and to the extent that it ex- 
ceeded, exceeds and may exceed a rate of 19 cents. Reparation 
is to be made down to the basis of that 19-cent rate. That rate 
is to be put into operation for the future not later than June 1. 

One carload of acid caused the complaint. It was shipped 
in July, 1919. At the time of the transaction a commodity rate 
of 19 cents applied from New Orleans to Beaumont, Houston, 
Texas City and Galveston, more distant points over the same 
rails. The railroads explained that if there had ever been a 
considerable movement the 19-cent rate would have been made 
operative to Orange. They resisted an order of reparation on 
the ground that there had never been but one carload of acid 
sent to Orange. The complainant testified that when it resumed 
cperations with its refinery it expected to use two carloads of 
acid per month in their operations, in the refining of petroleum. 
The Beaumont Chamber of Commerce intervened in behalf of 
the Magnolia Refinery, but why it intervened, in view of the fact 
that the 19-cent rate complained of applied to Beaumont, is not 
explained in the report. 

Fourth section relief as to the rate on sulphuric acid to 
Orange was denied in fourth section order No. 7869, as of June 1. 


RATES ON TOBACCO 


An award of reparation has been made in No. 10770, Ameri- 
can Tobacco Company vs. Southern Pacific, Director General 
et al., opinion No. 6676, 60 I. C. C. 486-9, on account of an un- 
reasonable rate on imported Chinese leaf or unmanufactured 
tobacco, from Tacoma and Vancouver, B. C., to New York, mov- 
ing between July 1, 1918 and May 29, 1919. A rate of $2.815 was 
imposed from the north coast ports. ‘Reparation is to be made 
to the basis of a rate of $2.315 contemporaneously in effect 
from San Francisco, all-rail. 

This disparity in rate was one of the quirks caused by that 
part of General Order No. 28 directing the cancellation of all 
import and export rates. When they were eliminated shipments 
via. San Francisco took a domestic commodity rate of $2.315 
instead of the abolished import rate of $1.50 which applied from 
all Pacific ports to New York, There was no domestic com- 
modity rate from Tacoma and the British Columbia port. The 
Imported tobacco therefore, had to take the fourth class rating 
carried in the classification. The reasonableness of the com- 
modity rate was shown, so the carriers contended, by the fact 
that it applied westbound as well as eastbound. They admitted 
that the higher class rate from the northern ports could not be 
Justified. Complainant called attention to the fact that while 
the rate of $2.315 prevailed westbound on leaf, the carriers, be- 
fore the export rates were cancelled, had an export rate of $1.40 
on leaf and $1.35 on cigarettes. The Commission said, that, 
obviously, such an adjustment was unnatural, as the rates on 
the manufactured article were lower than the rates on the raw 
Material. The complainant, the report said, assumed that the 
Service westbound was the same, in amount, as eastbound. 
That however, the Commission said, was not necessarily true. 
It added that the cost of service is not the only element entering 
ito rate-making. 


DEMURRAGE TARIFFS AND PRACTICES 


_The daily check a carrier may keep on the condition of the 
delivery track of a shipper so as to enable it to advise its con- 
hections to hold cars consigned to the track of such an industry, 
the basing of constructive delivery on notices of the condition 
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of an industry track, and the assessment of demurrage charges, 


cdo not constitute an illegal or unreasonable action. Therefore, 
the Commission has dismissed No. 11,166, James S. Kirk & Com- 
pany vs. Chicago & North Western et al., opinion No. 6678, 60 
I. C. C. 491-4. The holding is that the charges collected as de- 
murrage on cars constructively placed by the North Western, 
although the cars were not on its rails, and the practices com- 
plained of were not unreasonable or otherwise unlawful. 

The complaint grew out of the fact that between January 1, 
1918 and October 1, 1919 many cars were received by railroads 
entering Chicago, consigned to the complainant. The Chicago 
& North Western kept a daily check on the condition of the track 
of the complainant. That track could accommodate two tank 
cars, six cars of coal and four cars of miscellaneous freight at 
one time. By means of a daily check of its condition, the North 
Western was able to notify its connections as to whether it 
would be able to spot cars they might have for Kirk on a given 
day. It established what is frequently called embargoes, so as 
to keep its connections from congesting its own switching tracks. 

Every car held by reason of the notice from the North West- 
ern that it could not spot cars on the Kirk track was construc- 
tively placed by the North Western, not on its own rails, but on 
the rails of its connections. When demurrage bills were ren- 
dered, they included the time used by the railroad companies 
in getting the cars from the points of constructive to the points 
of actual placement. The North Western revised its statements 
of account, and refunded to the Kirk the amounts collected for 
the time used by the carriers in getting the cars from the hold 
points to the Kirk track. 

It was contended by the complainant that the charges were 
without warrant in law (1) because assessed by the defendant 
under its tariffs although the cars were held on the tracks of 
other carriers (2) because the cars were held short of billed 
destination; (3) because no notice of the embargoes was given 
by the defendant to shippers prior to acceptance of freight for 
transportation. 

At the hearing the defendant’s witnesses testified that the 
rule under which constructive placement is made on the rails 
of a connecting carrier was adopted because shippers objected 
to the demurrage rules of many of the carriers which authorized 
the line-haul carrier to notify the consignee and to assess de- 
murrage in instances in which the switching line refused to re- 
ceive cars on the ground that the consignee was unable to re 
ceive the car or cars. That system caused friction because ship- 
pers often contended that the refusal of the switching line to 
receive cars was unwarranted by the condition of the consignee’s 
tracks. The line-haul carrier, not having the information, could 
not combat these claims. The shippers also objected because 
the rule made it impossible for them to operate under the aver- 
age agreement. Therefore, in 1911 the carriers adopted the rule 
under which the North Western notified its connections as to 
the condition of the Kirk track and caused them to give con- 
structive placement of the cars on their rails rather than on 
its own rails, which, serving a congested district in Chicago, 
would soon be blocked were such notices not served on the con- 
nections of the North Western. 

These notices the complainant referred to as embargoes. It 
contended that inasmuch as the North Western had not given 
notice of embargo in advance of the offering of the cars in trans- 
portation, it could not impose demurrage because it had assumed 
responsibility for any car detention that might take place, and 
that detention arose through carrier error for which it could not 
assess demurrage. 


In the light of the facts the Commission said that that con- 
tention was not tenable. In summing up the case the Commission 
said: 

“It is to be observed that complainant operates under the 
average agreement and does not ask for a restoration of the rule 
formerly applicable; that similar operating restrictions have 
been employed by defendant for years; and that defendant 


‘derives no pecuniary advantage therefrom or from the provision 


of the demurrage rule which, in effect, fixes the hold point during 
the consignee’s disability as the rails of the line-haul carrier. 
The detention in question was caused primarily by the con- 
signee’s inability to receive the cars and not by any fault of the 
carrier. It does not appear that the cars were delivered to the 
complainant in less numbers than it was able to receive or that 
the demurrage charges would have been less if the cars had been 
held on defendant’s rails. From these and other facts of record 
it is clear that these charges may not bé condemned because the 
cars were not held on defendant’s tracks adjacent to complain- 
ant’s plant; that the objection in so far as it grows out of the 
fact that the cars were held on the rails of carriers not con- 
curring in defendant’s tariff is entirely technical and does not 
pertain to the present tariff; and that no sufficient reasons are 
shown for condemning defendant’s practices herein complained 
of.” 


RATE ON JUTE AND JUTE BUTTS 


An award of reparation has been made in No. 11280, Ludlow 
Manufacturing Associates vs. Boston & Albany, Director-General 
et al., opinion No. 6665, 60 I. C. C. 441-2, on account of an unrea- 
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sonable rate on jute and jute butts from East Boston, Mass., to 
Ludlow Junction, Mass., on shipments moving in July and Au- 
gust, 1918. When the import rates were cancelled, in June, 1918, 
in compliance with General Order No. 28, a class rate of 15.5 
cents became operative. On October 29, 1918, a commodity rate 
of 7.5 cents was established on jute butts and on December 12 
of that year a rate of 10 cents was made operative on jute. At 
the hearing the carriers admitted that any rate in excess of 10 
cents was unreasonable. The Commission held in accordance 
with their admission against interest and reparation is to be 
made down to that basis. 





RATE ON COTTONSEED OIL 


A holding of unreasonableness and an award of reparation 
have been made in No. 11257, Procter & Gamble Manufacturing 
Co. vs. Seaboard Air Line et al., opinion No, 6667, 60 I. C. C. 
447-8. The Commission condemned as unreasonable a rate of 
67.5 cents on a tank car load of crude cottonseed oil shipped 
January 18, 1919, from Carlisle, S. C., to Port Ivory, N. Y., be- 
cause and to the extent that it exceeded a subsequently estab- 
lished rate of 39.5 cents. In connection with the complaint, 
hearing was had on fourth section application No. 1573, filed 
by the Seaboard, asking for authority to disregard the fourth 
section on shipments from Clinton, S. C., to Port Ivory. No 
evidence was submitted in defense of that and relief was denied 
in fourth section order No. 8767 as of June 1, 


COAL CASE DISMISSED 


The Commission has dismissed No. 11347, Southern Fuel 
Co. vs. Bauxite & Northern, Director-General, et al., opinion No. 
6672, 60 I. C. C. 457-8, holding that the applicable rate on chest- 
nut coal from Brewer, Okla., to Bauxite, Ark., was not unreason- 
able or otherwise unlawful during January and February, 1919, 
the months during which the shipments in question were moved. 


RATE ON COPRA 


A finding of unreasonableness and an award of reparation 
have been made in No. 10941, Texas Cotton Seed Crushers’ Asso- 
ciation et al. vs. Northern Pacific et al., opinion No. 6674, 60 
I. C. C. 465-6, the condemnation falling on a rate of $1.125 on 
copra from Tacoma, Wash., to Dallas, Tex., the shipments in this 
case, twenty-three carloads, having been made between July 6 
and August 26, 1918, both inclusive. The rate of $1.125 was found 
unreasonable because and to the extent that it exceeded the 85- 
cent rate established September 16, 1918. The decision was 
based on Procter & Gamble vs, Director-General, 57 I. C. C. 465. 


MEATS TO OKLAHOMA POINTS 


Hearings in No. 12067, Wilson & Co., Inc., vs. A. T. & S. 
F. et al., and 12068, Wilson & Co., Inc., of Oklahoma et al. vs. 
C. B. & Q. et al., which were to have been held before Examiner 
Mackley in Chicago, March 7, were carried over until March 9, 
to be heard jointly with No. 12127, Swift & Co. vs. S. L-S. F. 
et al. 

The hearing was held before Examiners Mackley and de Que- 
vedo in Chicago. The complaints in these three cases are identical 
in that they attack the present commodity rates on fresh meats 
and packing house products between certain points in Western 
Trunk Line territory. In the Swift case and the first Wilson 
case it is alleged that the present rate of 77% cents on fresh 
meats and 39 cents on packing-house products, products from 
Kansas City, Kan., to Tulsa, Okla., are unjust and unreasonable, 
and just and reasonable rates for the future and reparation are 
asked. In the Swift case $25,000, and in the Wilson case $10,000 
is asked. The other Wilson case, No. 12068, attacks the rate 
from Nebraska City, Neb., to Oklahoma City, Okla., and asks a 
reasonable rate and reparation of $700. 

Counsel for Wilson & Co. used only one witness for both 
cases—R. R. Hargis, assistant traffic manager for Wilson & Co. 
He testified as to the unreasonableness of ‘the Nebraska City- 
Oklahoma City rate, saying that on shipments of fresh meats 
to Oklahoma City the rate paid, on shipments moving in Febru- 
ary, 1919, on which reparation was asked, was the full third 
class rate of $1.11%. The rate asked was 63 cents at the time 
the shipments moved, increased since to 85 cents. The Kansas 
City-Oklahoma City rate, 42 cents at the time and 71 cents now, 
was based on the rates prescribed by the Commission in 22 I. C. 
C.-160, the so called 1716 scale, the witness said. He pointed out 
that the shipments from Nebraska City were routed through 
Kansas City and that, if anything, the transportation conditions 
north and west of Kansas City are more favorable than those 
toward Oklahoma City. 


In testifying regarding No. 12067, Mr. Hargis pointed out 
that the rates from Kansas City to Tulsa were even more unjust, 
since the rates through to Oklahoma City are at present based 
on the 1716 scale. Ross D. Rynder, attorney for Swift & Co., 
merely strengthened this testimony by repetition through G. F. 
Ford of the transportation department of Swift & Co. 

The carriers, represented by A. B. Enoch and M. G. Roberts, 
took the position that if the Commission has judged it reason- 
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able to apply the 1716 scale to shipments between the points in. 
volved, it would have included them in the original opinion or 
in one of those subsequent to it in which the scale was extended, 

J. C. Gutsch, assistant general freight agent of the Rock Is. 
land, and R. C. Trovillion, holding a similar position for the 
M. K. & T., testified as to the reasonableness of the present rate, 
stating that the commodity rates in question amounted to only 
58 per cent of the regular third class rate. The special service 
in the way of equipment and expedition, and the advantage of the 
present mixed car rules on fresh meat and packing-house 


products were also brought out as arguments against a reduction., 


Brief date was set for April 8. 


A. & V. NOTES AND BONDS 


The Alabama & Vicksburg has been authorized by the Com. 
mission to issue under date of April 1, 1921, 6 per cent promis. 
sory notes for the aggregate face amount of $542,900, payable 
five years after date to the order of G. T. Bonner, trustee, in 
payment of a like amount of first mortgage bonds maturing April 
1, 1921; to issue $2,423,000 of 6 per cent first mortgage bonds, 
maturing April 1, 1951, and to pledge $543,000 of the bonds for 
the $542,900 of promissory notes, and to pledge the remainder 
of the bonds, $1,880,000, as security for two loans from the United 
States, aggregating $1,564,000. 

“The secured debt of the applicant,” the Commission said, 
“amounting to $1,936,000, consists of $940,000 of its Vicksburg & 
Meridian first mortgage six per cent bonds, $580,800 of its con- 
solidated first mortgage five per cent bonds, and $416,100 of its 
second mortgage five per cent bonds. These bonds mature April 
1, 1921. To assist the applicant in meeting these obligations we 
have approved the making of a loan to the applicant by the 
United States in the sum of $1,394,000. Holders of bonds to the 
amount of the balance, that is, $542,900, have agreed to surren- 
der their bonds in exchange, on the basis of dollar for dollar of 
face value, for promissory notes to be made payable to the order 
of G. T. Bonner, trustee, for their benefit. We have also approved 
the making of a loan in the sum of $170,000 to assist the appli- 
cant in procuring certain additional locomotives.” 


C. C. C. & ST. L. NOTES 


The Cleveland, Cincinnati, Chicago & St. Louis has applied 
to the Commission for authority to issue its six months’ 6 per 
cent promissory note not to exceed $2,500,000, and to make not 
exceeding 30,547,500 frances of its 4 per cent twenty-year Euro- 
pean loan of 1910 bonds, to be pledged as collateral security for 
the promissory note, payable, principal and interest, at its office 
in the city of New York in gold coin at the rate of $1 for 5.1813 
francs. 

The promissory note of $2,500,000 will be for renewal of a 
note of like amount representing loans from J. P. Morgan & Co., 
for the purchase of part of the European loan bonds. The bonds 
purchased were held by the banking house as security for the 
loans. As a part of the arrangement for the purchase of the 
bonds, the applicant states, it was agreed with J. P. Morgan & 
Co. as to bonds purchased with the proceeds of the loans that 
upon presentation of such bonds to the railroad company, at 
any time before the payment of the notes the proceeds from 
which were applied on the purchase of the bonds, that the bonds 
so brought should be made payable in dollars at the rate of $1 
for 5.1813 francs in New York instead of at places in Europe as 
designated in the bonds. The applicant therefore asks for per- 
mission to put into effect the terms of the agreement referred to. 


N. P. AND G. N. BONDS 


The Trafic World Washington Bureau 


In an effort to find a method whereby the Northern Pacific 
and the Great Northern might make arrangements for taking 
care of their joint issue of $215,000,000 of bonds coming due in 
July, in accordance with the Commission’s decision in the 80: 
called Burlington stock and bond dividend case, the executive 
and law officers of the two companies holding 97.5 per cent of 
the Burlington stock, with bankers as advisers, held long conl- 
ferences with members of the Commission March 9 and the fol- 
lowing day. Among those participating in the conferences were 
Louis W. Hill, chairman, Ralph Budd, president, and E. C. Lind 
ley, general counsel, of the Great Northern. and Charles Don- 
nelly, president, and C. W. Bunn, general counsel for the North- 
ern Pacific. 

The marked division of opinion in the Commission, shown by 
the concurring and dissenting opinions filed in its report, manl 
fested itself in the discussion in which the officers and comms 
sioners engaged. The whole of March 9 was spent in an ex 
change of views on the subject, without the submission by either 
side of a definite plan. It was said that at the end of the con- 
ference no agreement was in sight. That was the condition of 
the matter when the conferences were resumed the next day. 


The greatest traffic library and the most complete 
tariff file in the world are available for use in serving 
subscribers to THE DAILY TRAFFIC WORLD. 
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Tentative Reports of the Commission 


DIVERSION AND RECONSIGNMENT 


A long tentative report in I. & S. Nos. 1250 and 1276, diver- 
sion and reconsignment rules, regulations, and charges, has 
peen submitted to the Commission by Examiner H. C. Wilson. 
He recommended a holding that the proposed rules and charges 
“be found not justified and that respondents be required to es- 
tablish the uniform rules herein set forth.” It condemns the 
schedules of southern carriers as destroying uniformity. 

This report is in the nature of an addition to the reconsign- 
ment case in 58 I. C. C. 568, which in turn was an outgrowth 
of the big reconsignment case, 47 I. C. C. 590. In 58 1. C. C. 
the Commission approved, except as stated therein, uniform 
rules and charges governing the reconsignment of fruits and 
vegetables Among the rules was one governing the reconsign- 
ment of back-haul shipments and another pertaining to ship- 
ments held on order-notify billing, or placed for inspection. It 
applied on other commodities as well as on fruits and vegetables. 
All the rules approved in 58 I. C. C. 568 were additions to those 
which had theretofore been approved in the big case (47 I. C. C. 
590), for general application on all commodities other than fruits 
and vegetables and grain and hay. In his report, Wilson treated 
the rules contained in the big reconsignment case as the gen- 
eral rules. 

In the suspended schedules, filed to take effect on various 
dates in December, 1920 and January of this year, the carriers 
filed rules purporting to be responsive to the Commission’s find- 
ings in 58 I. C. C. 568, including charges for the services in- 
creased as authorized in Ex Parte No. 74. 

In response to a large number of protests which were to 
the general effect that the proposed rules were not uniform and 
contained indefinite and conflicting provisions; that certain of 
them were contrary to the Commission’s findings in the cases 
hereinbefore mentioned; that certain others would be unreason- 
able, disrupt long established practices, and inflict great loss 
and inconvenience on shippers, the Commission suspended these 
schedules and 58 I. C. C. 568 was re-opened to make the record 
in that case available in this proceeding. 

At the outset, the carriers announced that they would not 
undertake to justify rules not in accordance with the prior de 
cision; that they would consent to modification which tended to 
reconcile conflicting provisions, or to remove uncertainty as to 
the interpretation and application of any rule. With those ex- 
ceptions they said they would rest their justification oz the 
submitted rules on the record made in 58 I. C. C. 568. 

Representatives of the fruit and vegetable producers and ship- 
pers, chiefly those of California and Florida, offered consider- 
able testimony to certain rules, particularly the back-haul rule 
and the one limiting the number of reconsignments at the 
through rate. Evidence was also offered in behalf of wholesale 
grocers, manufacturers of cotton, grain dealers, and others re- 
specting the application of the rules and charges to order-notify 
shipments held for surrender of the bill of lading, and the ship- 
ments placed for inspection. According to Examiner Wilson, 
beyond showing important changes in transportation and com- 
mercial conditions, the record in this case is largely cumula- 
tive of that in 58 I. C. C. 568. 


In commenting on the commercial and _ transportation 
changes since September, 1918, when the record in 58 I. C. C. was 
made, the examiner said that a declining volume of business 
coupled with increased facilities and operating efficiency has con- 
verted an acute shortage of equipment into a surplus, and the 
protests of carriers against increased traffic into earnest appeals 
for more business. This changed situation, the examiner said, 
was reflected in- the attitude of the parties. Shippers, he said, 
view with concern changes in rates or rules which would add 
to marketing costs and carriers were inclined to weigh with 
greater care the probable effect of proposed changes. 

Wilson took up, seriatim, everything that was questioned, 
in dispute, or positively opposed either as being unreasonable 
in and of itself, or in violation of the suggestions of the Com- 
mission in prior cases. He first dealt with definition and ex- 
ceptions and incorporated in his report the exceptions agreed on 
by the carriers and shippers. Most of what he said under the 


heading of “definition and exceptions” was a mere recital of the © 


fact that there was discussion and it was agreed that certain 
indicated modifications should be made. The same is true with 
respect to the rules governing conditions. The addition to Rule 
1 that each diversion or reconsignment, wherever accomplished, 
Will be counted against the shipment, he said, was not objected 
to by the protestants. As to rules 2, 3, 4 and 5, he made a 
Statement of fact to which he added that since Rule 7 as 
amended does not limit the number of reconsignments, Rule 5 
would be a nullity and its elimination was proposed. In that 
way Mr. Wilson went through all the changes proposed as a 
result of the conferences and hearings, leaving for the last the 
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points upon which there was no agreement for definite recom- 
mendation as to what the Commission should do. 

In his conclusion, Examiner Wilson said that proposed Rule 
7 would defeat the main object, which was that of bringing about 
uniformity. He said there was no warrant in the record for 
concluding that differences in conditions justified such widely 
different rules in each of the three classification territories. 

“True, the fruit and vegetable industry in the southern and 
western territories has grown up under the practice of unlimited 
free reconsignments,” said he, “and at present seems to be in 
a precarious condition; but it is not shown that the applica- 
tion, in southern territory of reconsignment rules, based upon 
correct principles of rate making and which provide no more 
than a just and reasonable charge for the service, would seri- 
ously impair the prosperity of the industry, or affect it more 
adversely than in other territories where a charge for recon- 
signment is proposed without protest from the interests affected 
by it. 

“Free reconsignment is indefensible when and to the extent 
it disregards the equitable principle that a special service which 
is not included among the elements of transportation embraced 
in the rate, should be required by a reasonable additional charge. 
The Commission found in Reconsignment and Diversion Rules 
that even though some reconsignment service may have been in- 
cluded ab initio in the line haul rates, an extension of the practice 
to its present proportions was not contemplated. The exceptions 
to the definition of reconsignment applying in connection with 
fruits and vegetables would permit many changes to be made 
without charge, which would be counted as reconsignments and 
charged for under the general rule. By making these excep- 
tions and allowing an unlimited number of reconsignments at 
the through rate plus reconsignment charges, carriers would ap- 
parently give all due consideration to the claim that some re- 
consignment service is included in the rate and also extend to 
the fruit and vegetable traffic as great a preference over other 
commodities in that respect as the differences in the circum- 
stances and conditions would warrant them in doing.” 


The examiner said the Commission should not approve the 
proposal of carriers in southern territory to maintain the prac- 
tice of unlimited free reconsignment. He said it should find 
that the new or changed rules and charges governing recon- 
signment of fruits and vegetables had not been justified in 
so far as they differ from those set forth by him in appendix A, 
and that the rules and charges set forth in that appendix would 
be just and reasonable, and should be established by the carriers 
except that they should be permitted, if they so desired, to de- 
part from rule 6 to the extent of allowing a free first reconsign- 
ment en route or within 24 hours after arrival of a shipment at 
the original billed destination; to make an exception as to 
banana shipments from the ports such as was proposed by the 
Illinois Central, and to establish substantially the following rule 
in connection with shipments of fruits and vegetables stopped 
for official inspection: 


When shipments are stopped for official inspection as required by 
national or state laws or by quarantine regulations no charge will 
be made for such stoppage or for the execution of disposition or for- 
warding orders incident thereto, if such orders are received within 
twenty-four hours after shipments have been placed for inspection. 
If such order is received after the expiration of said free time a 
charge of $6.50 per car will be made for the services hereinbefore 
enumerated. 


As explained by Examiner Wilson, the rules set forth by him 
in the appendix in so far as they differ from those approved by 
the Commission in the reconsignment and diversion rules case, 
are in large part the same as those proposed by carriers in 
official and western territories modified in accordance with the 
views expressed by the examiner as to how the southern carriers 
should be permitted to modify them. The charges for the first 
five reconsignments are those approved in that case, plus Ex 
Parte 74 percentages, disregarding fractional amounts of less 
than 25 cents. The higher charge for each subsequent recon- 
signment, he said, was in the nature of a penalty and was in- 
tended to check abuse of the right of reconsignment but not 
to prevent legitimate exercise of it. 

In the interest of uniformity and to obviate complication 
at border points, the examiner said, the reconsignment charges 
as well as the rules should be the same. He said that the Com- 
mission should further find: 

1. That the condition published in certain of the schedules 
under suspension prohibiting reconsignment of commodities 
other than perishable freight, coal, coke or fuel oil, to a station 
or to a point of delivery against which an embargo was in force 
when the shipment left the point of origin, but not when the re- 
consignment order is received, has not been justified. 

2. That rule 2 (the back-haul rule) as applied to the trans- 
portation of commodities other than those named in said appendix 
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A has not been justified in so far as it fails to provide that if acar 
has been placed for unloading on a public delivery track, but has 
not been unloaded or accepted by consignee or owner, it will be 
subject to the rules and charges governing the reconsignment 
of such shipments before placement. 

3. That Rule 10 (the order-notify rule) insofar as it applies 
to the transportation of commodities other than those named in 
said appendix A (fruits and vegetables), and fails to conform 
to Rule 9 therein set forth, has not been justified. 

Appendix A, prepared by Examiner Wilson, is a complete 
set of rules governing the reconsignment and diversion of fruits 
and vegetables, substantially the same as the rules and regula- 
tions proposed by western and official classification carriers 
modified in accordance with the views hereinbefore set forth. 
The effect of the adoption of the examiner’s report would be to 
condemn the policy which the southern carriers proposed estab- 
lishing as being too liberal to the shippers and destructive of 
that uniformity in rules, regulations and charges which the Com- 
mission has been trying to establish. 

In the interest of uniformity, examiner Wilson said, it would 
be desirable for respondents to publish their reconsignment rules 
in a single tariff issued by a joint agent designated for that pur- 


pose, as if the railroads were under unified control as they were 


during government operation, just the same as is done with 
the demurrage rules. 


RATING OF GAS MASKS 


Double first class on damaged gas masks, in the estimation 
of Examiner John H. Howell, causes the application of unreason- 
able charges. Therefore, in a tentative report on No. 11896, 
Houston Chamber of Commerce et al. vs. Houston & Texas 
Central, Director-General et al., he has recommended a finding 
to that effect and an award of reparation amounting to some- 
thing more than $500 on a shipment of damaged masks, from 
Camp Logan, Tex., to Chicago. The shipment was made in April, 
1919. 

Originally the masks were valued at about $5 each. The 
masks in question, with punctures in the rubberized tubing, 
were sold to a department store in Houston for 20 cents each. 
That store re-sold them to a store in Chicago for 25 cents each 
and the last mentioned sold them as souvenirs at 98 cents each. 
It was understood between vendor and vendee that the first class 
rate would be applied and that if the rate was higher than that 
that the vendor should stand the extra expense. 

Double first class was assessed on the theory that the masks 
were analogous to oxygen life saving apparatus. Howell said 
they were nothing of the kind. He said a gas mask was a 
simple thing, composed of a tin can, filled with layers of carbon 
and chemical salts, perforated at the bottom, with a rubberized 
tube attached to a cover of the same material for the face, and 
a rubber mouthpiece to enable the wearer to draw air through 
the can and its layers of carbon and salts. The tubes were per- 
forated, making the masks of no value, so the army sold them 
and thus they became souvenirs of the world war. 

On the application of the government the railroads have 
published a first class rating on gas masks which will become 
effective on March 21. The railroads contended that there should 
be no distinction between new and damaged gas masks. Howell, 
while not subscribing to that, recommended a finding that the 
double first class rate imposed was unreasonable to the extent 
that it exceeded the first class rate of $2.09 and that reparation 
should be made to that basis. 


In the absence of a definition of switching limits, the tariff 
of a carrier offering to take freight to a particular city means 
that the carrier will deliver to any point within the limits of that 
city where it may have a track. That is the substance of a hold- 
ing recommended to the Commission by Examiner Charles R. 
Seal in a report on No. 11964, The P. Koenig Coal Co. vs. Hocking 
Valley et al. The recommendation also covers four subsidiary 
complaints made by the same company against other carriers. 

Seal specifically recommended a holding that the rates on 
shipments of coal from mines in Ohio, Kentucky, West Virginia 
and Pennsylvania to the complainant’s Seven Mile Road yard, 
within the city limits of Detroit, were illegal and that reparation 
should be awarded. 

The Koenig company claimed that in the absence of a defi- 
nition of the switching limits so as to exclude its yard at Seven 
Mile Road, within the limits of Detroit, the rates on coal to De- 
troit proper apply to it. The yard is on the Grand Haven division 
of the Grand Trunk system. 

By supplement to the current switching tariff, effective De- 
cember 10, 1920, the switching limits of Detroit were definitely 
defined so that they now include the yard of the complainant, so 
the sole question was one of reparation. 

On the theory that the Detroit yards did not extend beyond 
the Detroit Terminal Crossing, the complainant was required to 
pay the rates applicable to Royal Oak, two miles beyond the lim- 
its of Detroit. Prior to February 29, 1920, the tariffs named the 
industries to which deliveries would be made. On that day the 


Vol. XXVII, No. 11 


list of industries was omitted, leaving the tariff offering to be 
delivery in Detroit. 

The carriers submitted correspondence between themselves 
and the coal company to show that the latter knew that its yard 
was not within the Detroit switching limit. The company said 
that the correspondence followed conversations in which the 
Grand Trunk contended that the yard was outside the city and 
the application to have the switching limits extended to the 
Seven Mile Road yard was made in view of the contention that it 
was not. 

Examiner Seal said the conversations, correspondence and 
understandings were immaterial, because the language of the 
tariff was controlling regardless of whether the Grand Trunk, 
the delivering line, intended or did not intend to extend the 
switching limits beyond the Detroit Terminal Crossing. He said 
that the logical interpretation or construction was that the tariff 
offered delivery anywhere on the lines of the carrier within the 
city limits of Detroit. Therefore the imposition of the Royal 
Oak rates was illegal. The shipments in question were made in 
the latter part of 1920, after the establishment of the Seven 
Mile Road yard by the coal company. 


RATE ON CHROME ORE 


Examiner Richard T. Eddy has recommended the dismissal of 
No. 11853, C. S. Maltby vs. Director-General, Sumpter Valley et al. 
The question was as to whether five carloads of chrome ore 
shipped from Baker, Ore., to South Chicago were entitled to the 
rate applicable on iron ore. Eddy came to the conclusion that 
chrome ore, while it contains iron (in this ease 16 per cent), is 
not what is commercially known as iron ore and, therefore, is 
not entitled to the lower rates on that kind of ore. 

In accordance with General Order No. 28, the Oregon-Wash- 
ington filed rates on iron ore increased by 30 cents per ton, and 
rates on other kinds of ore and concentrates increased twenty- 
five per cent over the rates in effect June 24. The shipments were 
billed as chrome ore or bulk chrome ore. In support of the con- 
tention that chrome ore is an iron ore the complainant sub- 
mitted a report on “chrome iron ore” production issued by the 
United States Geological Survey. Eddy, however, listened to the 
definitions by witnesses who made no particular claim to being 
experts, who said the chief uses of chrome cre were for harden- 
ing, for making tool steel, and for the reduction of refractory 
substances, and not for the making of commercial pig iron. 


FEDERAL CONTROL RATE IN EFFECT 


In a report to the Commission on No. 11390, C. S. Maltby vs. 
Sumpter Valley, Director-General, et al., Examiner Henry C. 
Keene has recommended that the Commission hold that a rate 
of 17.5 eents on chrome ore, from Prairie to Baker, Ore., effective 
since June 25, was not and is not unreasonable or otherwise un- 
lawful. 

The contention was made by the complainant that the re- 
linquishment of the Sumpter Valley, a narrow-gauge road in 
Oregon, from federal control had the effect of restoring the 
rates in effect prior to General Order No. 28. The rate prior 
to that date was 14 cents. The complainant averred that the 
Sumpter Valley had overcharged it something like $3,000 on ship- 
ments of chrome ore. He also contended that the Sumpter Val- 
Jey, after being relinquished, filed a schedule restoring the old 
rate, but the examiner said that an examination of the files failed 
to disclose anything of such a schedule. He called attention to 
the fact that the Commission had held that when a railroad had 
filed a tariff in compliance with General Order No. 28, that tariff 
would remain in effect until properly cancelled. In this case 
Keene said no such step had been taken by the Sumpter Valley. 

On a consideration of the merits of the case, Keene came to 
the corclusion that the rate had not been shown to be unreason- 
able or otherwise in contravention of the law. 


COAL RATES ON P. & W. VA. 


Attorney-Examiner Disque, in a tentative report on No. 
11364, Duquesne Coal & Coke Co. et al. vs. Pittsburgh & West 
Virginia et al., has recommended a holding that the interstate 
rates on soft coal from mines west of Pittsburgh in Pennsyl- 
vania and West Virginia on the Pittsburgh & West Virginia to 
points north and east of Pittsburgh were and are unduly preju- 








.dicial to the extent that they exceed rates from the Pittsburgh 


district by more than 10 cents a ton. : 

The operators on the Pittsburgh & West Virginia, in their 
complaint alleged that they were hampered in marketing their 
output by the adjustment of rates to the north and east. Usually 
coal from west of Pittsburgh is hauled west. The railroads have 
not been inclined to make rates that would result in their haul- 
ing coal through Pittsburgh terminals. Some routes were open 
but the complainants desired more routes and more favorable 
rates, especially via the Pittsburgh & Lake Erie, Bessemer & 
Lake Erie, Baltimore & Ohio and Pennsylvania. Where joint 
rates were in effect, the complainants said, they were 10 cents per 
ton higher than from mines on the “West Side Belt, which are 
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on the Pittsburgh basis. The adjustment has been under attack 
in other cases. 

Disque said that there was no good reason for according the 
mines of the complainants any different treatment than that 
contemporaneously given mines on other connections of the prin- 
cipal defendants. The complete elimination of differentials was 
not recommended by Disque but he said the record showed that 
the complainants were entitled to rates to Buffalo, to points east 
of the Genessee River, and to tidewater destinations, ten cents 
over Pittsburgh. Into Pittsburgh the rates should be 10 cents 
over the rates into Pittsburgh via the Montour from mines in 
the Pittsburgh district on that road. 


SULPHURIC AND NITRATING ACID 


In a report to the Commission on No. 11617, E. I. du Pont 
de Nemours & Co. vs. Pennsylvania Railroad Company, Director- 
General et al., Examiner Frank E. Mullen has recommended a 
holding of unreasonableness and an award of reparation on 138 
tank car loads of sulphuric and mixed, or nitrating acid, from 
Gray’s Ferry, Philadelphia, to Arlington, N. J., which moved 
between February 5, 1918, and September 13, 1919. 

Fifth class, of 12.5 cents prior to June 25, 1918, and 15.5 
cents after that day, was collected. The complainant contended 
that “normal” rates would have been 11 and 14 cents, because 
the acids, in that part of the country, move at something less 
than fifth class. 

The examiner came to the conclusion that the rates were 
half a cent above what they should have been and recommended 
that the Commission give reparation down to the basis of a 
12-cent rate prior to June 25, 1918, and 15 cents since that time, 
and that it require the carriers to establish that 15-cent rate, 
plus the increase authorized in Ex Parte No. 74. 


NEVADA, ARIZONA, NEW MEXICO FARES 


An attempt on the part of the Arizona Corporation Com- 
mission, the Public Service Commission of Nevada, and the 
State Corporation Commission of New Mexico to bring about a 
reduction in local interstate passenger fares between those 
states will come to an end without success, if the Commission 
adopts the proposed report of Examiner Henry C. Keene on No. 
11541, Arizona Corporation Commission et al. vs. Arizona East- 
ern et al. Keene recommends a dismissal on the ground that 
the passenger fares between points in Arizona and points in Ne- 
vada, between points in Arizona and destinations in New Mexico 
and between points in the three states named and points in 
other states not named, are not unreasonable, unjustly discrim- 
inatory nor unduly prejudicial. 

The authorities of the three states claimed that the carriers 
were discriminating against passenger travel in those states 
by affording service inferior to that afforded to passengers en 
route to and from the Pacific coast. They submitted cost studies 
to prove that the rates charged for the services rendered in 
and between are too high in comparison with the rates charged 
for the better service. The railroads retorted that the volume 
of through traffic alone made it possible to give better service to 
the through business. They also admitted that they try to 
restrict travel to their through trains so as to avoid the neces- 
sity for running unprofitable local trains. 

The Los Angeles & Salt Lake showed that in eighteen 
months, ended June 30, 1920, it carried 239,304 interstate pas- 
sengers and only 23,657 intrastate passengers. 


ALLOWANCE FOR SWITCHING 


An order of dismissal has been recommended by Examiner 
Richard T. Eddy in No. 11651, United Verde Extension Mining 
Co. vs. Director-General, as agent, on a holding that the com- 
plainant is not entitled to an allowance for performing, on its 
own shipments, a switching service for the Santa Fe at Clark- 
dale, Ariz. 

Until February 28, 1919, the Santa Fe maintained a switch 
engine at Clarkdale for the delivery of freight to the Arizona 
Extension Railroad of traffic carried over the rails of the Verde 
Tunnel & Extension Railroad, which extends from Clarkdale to 
Jerome, a distance of about ten miles. Owing to a strike at the 
plants of: the complainants in the spring of 1919 the switch engine 
at Clarkdale was taken away. The engine was not restored until 
June 23. In April traffic began moving again, but the Santa Fe 
had no engine to deliver it to the industrial road known as the 
Arizona Extension. The industry sent its engine over the Verde 
Tunnel road to the junction with the Santa Fe and got its own 
cars for which the Sata Fe exacted a charge of $2.50 a car. 
The complainant suggested that the money should be turned 
over to the complainant and that it in turn would pay the Santa 
Fe 50 cents a car for the use of its rails. : 

Eddy said the reason for the complainant undertaking to 
perform the service for itself was not clear, but he said it must 
be inferred that it undertook the service itself-so as to avoid 
the delays because, while the switch engine was not on duty at 
Clarkdale, a road engine and crew made trips between Clark- 
dale and Jerome. He added that there was no evidence that 
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the Santa Fe refused to perform the service; also that it was 
under no obligation to perform service at such times as would 
meet the entire convenience of the complainant. 

Having done the work for its own convenience, Eddy thinks 


that the Santa Fe should not be required to pay the industry 


anything for the work it did during the time the customary 
railroad service was suspended, after the industry resumed op- 
erations. 


SUGAR, CALIFORNIA TO PHOENIX 


Examiner Henry C. Keene has recommended, in a report on 
No. 11532, Traffic Bureau, Chamber of Commerce, Phoenix, Ariz., 
et al. vs. Southern Pacific, Director-General et al., that a rate 
of $1.045 on sugar from California grouped points of both pro- 
duction and refining, to Phoenix, be held unreasonable to the 
extent that it exceeded and exceeds 96.5 cents per 100 pounds. 
the rate to main line points of the Santa Fe. The rates on 
sugar are grouped as to points of origin and of destination, the 
rate to main line points being 96.5 cents, while the rate to 
branch line points is $1.045. 

The complaining organization asked an order establishing 
a through route with joint rates from San Francisco by way of 
Phoenix to points on the Southern Pacific, between Maricopa, 
Ariz., and El Paso, Tex. Establishment of such a through route 
by using parts of the Southern Pacific and the Santa Fe would 
have the effect of putting Phoenix on the main line and giving 
it the main line rates. Keene said that that prayer should be 
denied. Keene said that the establishment of the proposed 
through route would require a four-line movement to replace a 
direct local one-line movement. Traffic originating at San Fran- 
cisco on the Southern Pacific would be turned over to the Santa 
Fe at Bakersfield, Calif., transported by that road to Phoenix, 
thence by the Arizona Eastern to Maricopa, and thence by the 
originating line for delivery. Such a route, the examiner said, 
would force the originating line to short-haul itself by about 585 
miles over light rail tracks and frail bridges, on which 800 
tons gross is the limit for a considerable distance east of Parker, 
Ariz. He could see no public interest demand for such a through 
route. 


RATE ON LOCOMOTIVE CRANE 

Examiner E. L. Gaddess, in a report on No. 11766, David 
Kaufman & Sons Company vs. Director-General, as agent, rec- 
ommended a holding that the rate of 7 cents per 100 pounds 
assessed on a locomotive crane, moving on its own wheels from 
Elizabethport to Bayway, N. J., and back again, was unreason- 
able to the extent that it exceeded a subsequently established 
rate of $8.50 each way. Sixth class was assessed for the dis- 
tance of three miles. Prior to June 25, the rate was $6 per 
movement, or $2 per car-mile, as it figured out. That rate was 
canceled, so that the class rate applied. The commodity rate 
was later restored, increased to $8.50. Reparation is to be made 
to that basis. . 


SUGAR, SAN BLAS TO EL PASO 


Examiner Richard T. Eddy has recommended the dismissal 
of No. 11685, Early-Foster Co. vs. Southern Pacific et al., on a 
holding that the fifth class of $1.65 on sugar from San Blas, 
Mex., to El Paso via Nogales, Ariz., was not wholly under the 
control of the Commission. The rate of 60 cents from San Blas to 
Nogales was not on file with the Commission. The complainant 
contended that the Southern Pacific should have moved the sugar 
via a cheaper route over the bridge from Cuidad, Jaurez, to 
El Paso, but the examiner held that the Commission could not 
consider anything other than the $1.05 rate between Nogales, 
Ariz., and El Paso. As to that rate, he thinks, the Commission 
should say it was not unreasonable. 


PARTIAL PAYMENTS TO CARRIERS 


The Trafic World Washington Bureau 


Partial payments to railroads on account of the guaranty 
may amount to as much as $200,000,000 next month, Secretary 
of the Treasurer Mellon stated in a letter this week to banking 
institutions relative to the issuance of $400,000,000 of Treasury 
certificates to raise funds to meet the payments and other 
indebtedness. This was the first estimate of an official nature 
as to how much of the guaranty would be paid in the next few 
weeks or months on account. He stated that the Treasury had 
paid out about $475,000,000 to the railroads under the transpor- 
tation act. The actual amount, as given in a statement by the 
Treasury under date of March 8, was $471,056,214.32, divided as 
follows: Under section 204 for reimbursement of deficits, $841,- 
812.64; under section 209 (final payment of guaranty), $1,311,- 
700.63; advances under the guaranty made on certificates issued 
during guaranty period, $263,022,874; partial payments under 
guaranty, $21,437,190.05; loans under section 210, $184,442,637. 

With the exception of the C., B. & Q. and the Tennessee 
Central, the eight roads that had received certificates for partial 
payments of the guaranty up to March 10 had already received 
substantial advances under certificates which were issued in the 
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guaranty period. The certification of advances in each case was 
as follows: Minneapolis & St. Louis, $1,750,000; Chicago, Mil- 
waukee & St. Paul, $14,297,702; Great Northern, $5,000,000; 
Northern Pacific, $5,000,000; Chicago & Alton, $700,000 and the 
Illinois Central, $8,000,000. 

Officials of the bureau of finance of the Commission who 
have charge of the work of issuing certificates to railroads for 
partial payments on the amount due each road under the guar- 
anty for the six months following federal control, say it is im- 
possible to estimate how much will be paid out in partial pay- 
ments because the case of each road has to be treated sepa- 
rately and a decision reached as to how much can be paid in 
advance of final settlement as certainly due the carrier. Cer- 
tificates will be issued as rapidly as this amount can be ascer- 
tained in each case. 

Up to March 7, five certificates directing the Secretary of 
the Treasury to make partial payments under the guaranty pro 
visions as just amended by Congress, so that partial payments 
could be made, had been issued by the Commission. These were 
to the Northern Pacific for $7,000,000; Great Northern, $6,000,000; 
Minneapolis & St. Louis, $400,000; Chicago, Milwaukee & St. 
Paul, $637,190.05, and C. B. & Q., $7,000,000. The Treasury De- 
partment had announced payment in the cases of the Great 
Northern and the C. M. & St. P. 

The action of the Secretary of the Treasury, last fall, in 
ruling that partial payments could not be made after Septem- 
ber 1, resulted in the Commission not issuing any more certifi- 
cates for partial payments, except as stated by Chairman Clark, 
of the Commission, when before the congressional committees 
during consideration of the Winslow partial payment bill, that a 
few certificates had been issued to railroads for partial payments 
after the Treasury had declined to honor such certificates, be- 
cause officials of those roads said with the certificates in their 
possession they could obtain loans thereon from banks. But 
as to the majority of the roads the Commission did not issue 
certificates. In other words, the action of the Treasury had the 
effect of stopping all payments under the guaranty, with the ex- 
ception of those cases where the final amount due could be as- 
certained. Only one road, the Norfolk Southern, has made a 
final settlement under the guaranty. Therefore, the amount of 
partial payments held up by the action of the Treasury was that 
part of the $340,000,000, which is roughly estimated to be the 
total amount still due, which the Commission would have found 
could be paid in advance of final settlement. That is the part of 
the $340,000,000 which officials say cannot be estimated at this 
time. 

The speed with which payments will be made to individual 
roads depends entirely, it is pointed out, on the condition of their 
accounts. In the cases of the roads where certificates have been 
issued since February 26, when the Winslow act became ef- 
fective, their accounts were in such shaps that the Commission 
could ascertain how much was certainly due them. The cer- 
tificates to the Treasury in these cases stipulate the amount to 
be paid, with the statement that the amount given “cannot be 
reduced by further accounting or otherwise.” In other words, 
that amount is due in any event and regardless of what adjust- 
ments are made later. 

As an illustration of how the partial payments may be ex- 
pected to run, reference may be made to the testimony of Daniel 
Willard, president of the B. & O., on the Winslow bill before the 
House committee. He said the road estimated that the total 
amount that would be due it in final settlement under the guar- 
anty would be $14,000,000 or more, but that there was certainly 
due $12,000,000 over which there could be no dispute. 

Unofficially, it is believed that the partial payments will 
total between $250,000,000 and $300,000,000. That, however, is 
a mere guess. The Commission will leave a safe margin in the 
case of each road. That was indicated by Chairman Clark when 
he was before the House committee, when questions were put 
by members of the committee who evidently feared that the 
government might pay more to the railroads in partial payments 
than would be due them in final settlement. 

The computation necessary to enable the Commission to 
make settlements, either partial or in full, under the guaranty, 
is complicated because the question of the proper maintenance 
of the physical property of the carrier in the six months’ period 
after federal control must be taken into account, so that there 
may be an accurate sum to represent the expenses of the carrier 
during the period. The guaranty was intended to give to each 
railroad a net railway operating income for the guaranty period 
equal to the net railway operating income during the test period 
pro rated over the six months of the guaranty period. Another 
matter to be considered with the operating expense side of the 
account is the matter of claims against the railroad. Liquidated 
claims constitute an item of expense. Until some understanding 
is reached as to the amount of claims the carrier will have to 
pay as the result of loss or damage to freight accruing during 
the guaranty period the expense account cannot be made up. 
In undertaking to issue certificates for partial payments, which 
may be better understood if they are referred to as payments 
on account, the Commission must have a care as to these items 
of expense because, it may be pointed out, it will be to the in- 
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terest of the carrier in all instances to claim the maximum of 
operating expense, which must be borne by the government. 

By leaving out all disputed items of expense, the Commis. 
sion can give certificates for partial payments or payments on 
account which could not possibly be greater than a carrier might 
be entitled to receive. 

The procedure being followed under the amended guaranty 
section involves the filing of a claim by the carrier for the 
amount it says is due it. The Commission then goes over the 
claim and arrives at a conclusion as to what part of the amount 
— may be paid as certainly due, regardless of disputed 
items. 

Technically, the amount of the guaranty held up as the re- 
sult of the Treasury’s ruling was that involved in the certifi- 
cates issued to the Grand Trunk Western for $500,000, and a 
few other roads. It was on the basis of the refusal of the Treas- 
ury to honor the Grand Trunk Western certificate that the 
mandamus proceedings were brought against the Secretary of 
the Treasury. 

A certificate for a partial payment of $2,376,000 to the 
Illinois Central was issued by the Commission March 8. 

Payment of the $800,000 certified as a partial payment to 
the Chicago & Alton by the Commission was announced by the 
Treasury Department, March 8. This brought the total payment 
of partial payments to $21,437,190.05. 

The Commission March 9 certified a partial payment of 
$115,000 to the Tennessee Central Railroad Company. 

The Commission, March 8, announced the issuance of a 
partial payment certificate for $800,000 to the Chicago & Alton. 
The Treasury Department has paid the $7,000,000 to the C. B. 
& Q., certified by the Commission March 5. 

The Treasury has announced the payment of $2,376,000 to 
the Illinois Central under the partial payment certificate issued 
by the Commission, and of $1,173,500 to the Seaboard Air Line 
under the Commisison’s certificate for a loan of that amount 
from the revolving fund. 


SETTLEMENTS WITH CARRIERS 


The Trafic World Washington Bureau 


The Railroad Administration issued the following state- 
ment March 9, relative to final settlements with common carriers 
whose property was under federal control: 

“The United States Railroad Administration reports the fol- 
lowing final settlements, and has paid out to the several roads 
the following amounts: 


lows. Tram@lor TRaRwGy COMAMOMY «oc cccccccccccccscscvesecs $ 7,200.00 
Rapid City, Black Hills & Western Railroad Co.......... 4,000.00 
Green Bay & Western Railroad Co.: Annapee & Western 

Railway Company, and Kewanee, Green Bay & Western 

EOC OE OER ee 400,000.00 
Somemere BECOMAGRI COMMGIS oo occccccc ccs ccccesccccccces 207,800.00 
Waupaca Green Bay Railway Company.............csee.- 6,383,07 
Escanaba & Lake Superior Railroad Co.............+...+. 140,000.00 
New Orleans Great Northern Railroad Co................ 190,000.00 
ee DS ee a>: ee err 55,000.00 
Lowwtenea & Avreanens Hallway Co. .. 00. .ccccccccccscccces 200,000.00 


Chteage & HMastermn Ilinoia Hatlraad. ......sccccccccccscece 3,000,000.00 


Lehigh & Hudson River Railway Co...........ccccccccceee 225,000.00 
COD TOUS CII oo ogc cn cree ccccctccceccecscios 90,000.00 
Cumberland & Pennsylvania Railroad Co................. 550,000.00 
Gulf, Mobile & Northern Railroad Co. and Meridian & 

Memphis Railroad Co., paid Railroad Administration.. 100,000.00 


“The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the Ad- 
ministration during the twenty-six months of federal control. 


PETITIONS FOR REHEARING, ETC. 


Protestants in I. & S. 1235 have petitioned the Commission 
to grant a reheading and to further suspend the rates for thirty 
days from March 14. 

Complainant in No. 11254, Georgia Show Case Company VS. 
L. & N. et al., has petitioned the Commission to grant a re 
hearing. 

Complainant in No. 11607, The Ault & Wiborg Company Vs. 
Kansas, Oklahoma & Gulf Ry. et al., has petitioned the Commis- 
sion for a rehearing. 

The Commission has been asked by complainant in No. 
9802, Waccamaw Lumber Company vs. A. C. L. R. R. et al., to 
grant a further hearing for the purpose of receiving proof of 
the shipments on which the Commission may base an order 
awarding reparation. 

The Commission has been asked by complainant in No. 8897 
(Sub. No. 1), North Carolina Lumber Co. vs. A. C. L. et al., and 
No. 8897 (Sub. No. 2), Whiteville Lumber Co. vs. N. Y. P. 
& N. et al., to grant a further hearing for the purpose of recelv- 
ing proof of the shipments on which the Commission may base 
an order awarding reparation. 


Cc. & O. BONDS 
The Chesapeake & Ohio has applied to the Commission for 
authority to pledge $487,000 of its general mortgage 414 per cent 
gold bonds of 1892 as security from time to time for short term 
notes, when and as necessary. 
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U. S. Supreme Court Decisions 


OVERCHARGE CLAIMS SUSTAINED 


No. 178—October Term, 1920 
st. Louis, Iron Mountain & Southern } 
Railway Company and United States | 
Fidelity and Guaranty Company,; Appeal from the District 
Appellants, Court of the United States 
for the Eastern District of 


vs. 
J. F. Hasty & Sons, Mount Olive Stave Arkansas. 


Company, Pulaski Cooperage Com- 
pany, and The Henry Wrape Com- 


any. 
“a (February 28, 1921) 
Mr. Justice Pitney delivered the opinion of the Court. 


This case is a sequel of Allen vs. St. Louis, Iron Mt. & 
Southern Ry., 230 U. S. 553, and Arkadelphia Co. vs. St. Louis 
gS. W. Ry. Co., 249 U. S. 34. See also St. Louis, Iron Mtn. & 
Southern Ry. Co. vs. McKnight, 244 U. S. 368. The Arkansas 
Railroad Commission having in June, 1908, adopted Standard 
Distance Tariff No. 3, establishing maximum intrastate freight 
rates, the present appellant railway company attacked its va- 
lidity in a suit brought against the Commission in the United 
States Circuit Court for the Eastern District of Arkansas, con- 
tending that the rates were non-compensatory and therefore vio- 
lative of the “due process of law” clause of the Fourteenth 
Amendment. A temporary injunction was issued and continued 
in force until May 11, 1911, when the Circuit Court entered a 
final decree making the injunction permanent, and discharging 
the surety from further liability on the injunction bond. On 
appeal to this court the decree was reversed June 16, 1913, with 
directions to dismiss the bill without prejudice, and for further 
proceedings in conformity with the opinion and decree of this 
court. 230 U. S. 553. Upon the going down of the mandate the 
United States District Court (successor of the Circuit Court) en- 
tered a decree in obedience thereto, at the same time making a 
reference to a special master for the purpose of ascertaining 
the claims of intervening shippers for refund of the difference 
paid by them in freight rates between those prescribed by the 
Commission and the higher ones maintained by the railway 
company during the pendency of the injunction. Under this 
reference the present appellees, J. F. Hasty & Sons, presented 
a claim based upon the difference between rates charged on 
rough material transported from forest to milling points and the 
rates provided in the Commission tariff on such movements. 
That tariff contained maximum rates on such lumber applicable 
generally, and in addition provided for a “milling-in-transit privi- 
lege,” by fixing certain “rough material rates” lower than the 
others, conditioned upon a specified percentage of the manu- 
factured product being shipped out on the same line that brought 
in the rough material. The railway company excepted to the 
claim on two grounds, (a) that the rough material rates were 
discriminatory, and (b) that they were not applicable to the 
shipments of Hasty & Sons because these constituted interstate 
commerce and hence were not subject to the Commission’s rates. 
The District Court sustained both exceptions. The resulting 
decree so far as adverse to Hasty & Sons was reversed by this 
court (249 U. S. 134, 147-152), and the cause remanded for fur- 
ther proceedings in conformity with our opinion. Upon the 
going down of this mandate there were further hearings before 
the referee and the District Court upon the claim of Hasty & 
Sons and claims of the same type presented by three other in- 
tervening shippers; and from the resulting decree in their favor 
the present appeal is taken. Although the only question imme- 
diately involved is the proper construction of the Standard Dis- 
tance Tariff, we have jurisdiction, as we had in the Arkadelphia 
case, supra, because the decree is but supplementary to the 
main cause—bringing to effective conclusion, if not vitiated by 
elror, the controversy that arose out of the railway company’s 
attack upon the rates on constitutional grounds—and hence must 
be regarded as involving the construction and application of the 
Constitution of the United States, within the meaning of Sec. 238, 
Judicial Code. See 249 U. S. 140-142. 

The disputed claims are based in the main upon alleged 
overcharges on rough material shipped over appellant’s road 
to the respective mills of appellees, and there manufactured 
into heading for barrels. The question is whether Item 79 of 
Distance Tariff No. 3 provided a rough-material rate for heading. 
It reads as follows: 

“Item 79. Rough Material Rates. 

‘(a) Rough material rates applicable on rough lumber, 
Staves, flitches, bolts, and logs, carloads, between all points in 
Arkansas, minimum weight. 


io, follows a table of rates graduated according to dis- 


t “(b) The above named rates are conditional upon the manu- 
one product being reshipped over the same line bringing 
the rough material, and may be only used subject to the fol- 





lowing conditions: The proportion of the tonnage of outbound 
manufactured product to the tonnage of inbound rough mate- 
rial shall not be less than the following: .. . 

(Here follows a table of percentages applicable to various 
products; among them:) 

“Finished staves, 40 per cent of weight of rough staves. 


“Staves and heading, 30 per cent of weight of bolts.” 

At the hearing before the master it was admitted that the 
claimants shipped out over the line of road that brought in the 
rough material the requisite percentages of manufactured prod- 
uct in the usual course of business; nevertheless, appellant ob- 
jected to the allowance of the claims, on the ground that Item 79 
provided no rate on inbound rough heading, but the same was 
covered by Item 41, and since the general rates provided therein 
were higher than those actually charged, there was no basis 
for a refund. The objection was renewed in an exception to 
the master’s report and urged at the hearing before the court 
on the report and exceptions. The master found that rough 
heading was covered as rough material in Item 79, and the 
District Court sustained that conclusion. 

Appellant’s contention is based upon a literal reading of the 
opening sentence of Item 79: ‘‘Rough material rates applicable 
on rough lumber, staves, flitches, bolts, and logs,” etc.; and 
since “rough heading” is not mentioned here, while the asso- 
ciated material “staves” is specified, it is contended that rough 
heading is not provided for. 

From the testimony taken before the master it would appear 
that the raw material from which barrel heads are made is 
variously described as rough heading, sawed heading, split 
heading, and bolts or heading bolts; but it also appears that, 
whatever may be the distinctions, the terms are used loosely 
and indiscriminately in the trade and in billing shipments, ma- 
terial of either description being considered rough material, and 
all having been handled by the railway company under the 
rough-material rate on its own schedules, without regard to par- 
ticular terms. 

We regard appellant’s reading of Item 79 as altogether too 
narrow. The scope and effect of the rough-material rates should 
be determined not by regarding the opening sentence alone, but 
by looking also to the list of finished products to be manufac- 
tured from the material, and considering the general purpose of 
Item 79. In the table of percentages, there are specified, “Fin- 
ished staves, 40 per cent of weight of rough staves,’ and “Staves 
and headings, 30 per cent of weight of bolts.” The purpose is 
manifest to give the benefit of the milling-in-transit rate to rough 
material out of which heading is manufactured, and no reason 
appears for limiting it to material of a particular description. 
The word “bolts,” used in connection with staves and heading, 
should be taken not as confining the privilege to rough mate- 
rial of a particular form, but in the generic sense in which it is 
employed in woodworking, as meaning: “A mass of wood from 
which anything may be cut or formed” (Century Dict.); “A 
block of wood from which something is to be made; as a shingle- 
bolt, a stave-bolt” (Standard Dict.); “A block of timber to be 
sawed or cut into shingles, staves, etc.” (Webster’s Dict.). 

The matter is so free from doubt that there is no occasion 
to apply to the Commission for a construction, as insisted by 
appellant under Texas & Pacific Ry. vs. American Tie Co., 234 
U. S. 138, 146. 

Decree affirmed. 


RATES ON ARMY OFFICERS’ PROPERTY 


The United States Supreme Court, March 7, in No. 134, Ore- 
gon-Washington R. R. & Nav. Co. vs. United States, and No. 136, 
Western Pacific vs. United States, affirmed decisions of the Court 
of Claims denying claims of the carriers for additional compen- 
sation for the transportation of property of officers of the United 
States Army on changing station. The property involved moved 
under land-grant rates and the carriers sought to recover the 
difference between these rates and the regular commercial rates. 

The claimants based their contention for recovery of an ad- 
ditional sum for the services performed on a finding made by the 
Court of Claims, Feb. 8, 1915, in an unreported case (50 Ct. 
Clms., 412), giving the C. M. & St. P. judgment against the gov- 
ernment for the difference between the land-grant rates paid 
to it for certain transportation of officers’ baggage and the regu- 
lar commercial rates, and thus holding in effect that officers’ 
baggage transported at government expense did not constitute 
property of the United States as to the transportation of which 
land-grant rates were applicable. 

The government contended in the cases that the government 
had presented the property to the railroads for shipment at the 
reduced land-grant rates and that no protest was made at the 
time that a higher rate should apply. It further contended that 
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the carriers, having rendered the services involved without com- 
pulsion and knowing what the government intended to pay and 
would pay, were precluded from asserting any different or other 
claim. 

The Supreme Court sustained this contention, holding that. 
both carriers accepted without reservation the carriage of the 
property at the land-grant rates. 


LOSS AND DAMAGE DECISION 


No. 183—October Term, 1920 
Union Pacific Railroad Company, ll On Writ of Certiorari to the 
titioner, - Supreme Court of the 
J State of New York. 





vs. 

James J. Kk. Burke. 
(February 28, 1921) 

Mr. Justice Clarke delivered the opinion of the Court. 


On March 10, 1915, S. Ontra & Brother delivered to the Pa- 
cific Mail Steamship Company at Yokohama, Japan, 56 cases 
of “Drawn work goods and Renaissance,” consigned to their own 
order at New York, and received a bill of lading for ocean trans- 
portation to San Francisco and thence by the Southern Pacific 
Company and its connections, by rail, to destination. The prop- 
erty was delivered to the Southern Pacific Company and without 
new billing was carried to a junction with the line of the peti- 
tioner, the Union Pacific Railroad Company, and while in its 
custody was totally destroyed in a collision. The respondent, 
successor in interest to the consignor, claimed in this suit the 
right to recover the fair invoice value of the goods, $17,449.01, 
and the petitioner conceded his right to recover, but only to the 
amount of the agreed valuation of $100 per package, $5,600, to 
which it contended he was limited by the bill of lading. All of 
the facts are stipulated or proved by undisputed evidence. 

The Appellate Division—First Department New York Su- 
preme Court—rendered judgment in favor of respondent for 
$5,600, with interest and costs, but on appeal to the Court of 
Appeals of that state the judgment of the Appellate Division was 
reversed and an order was entered that a judgment should be 
rendered by the Supreme Court in favor of respondent for $17,- 
449.01, with interest and costs. The case is brought here on 
certiorari. 

On the face of the bill of lading received at Yokohama was 
the notation: “Weight 26,404 lbs.; ocean weight rate, 50c; 
freight, $132.02. Rail, minimum carload weight 30,000 lbs., wght. 
rate $1.25, freight $375.00.” (Thus the ocean and rail rates are 
separately stated, and the later is $1.25 per 100 lbs., minimum 
carload.) On the back of the bill of lading were printed thirty- 
one conditions, the thirteenth of which contained the provision 
that— 

“It is expressly agreed that the goods named in this bill of 
lading are hereby valued at not exceeding $100 per package. 

A and the liability of the companies therefor in case 
of the total loss of all or any of the said goods from any cause 
shall not exceed $100 per package.” 

The petitioner was an interstate common carrier by rail at 
the time of the shipment involved and as such had filed with 
the Interstate Commerce Commission schedules of rates and 
regulations under which the property was moving at the time it 
was destroyed. By these schedules the carrier was bound, and 
to them it was limited, in contracting for traffic (Southern 
Railway vs. Prescott, 240 U. S. 632, 638.) The statute expressly 
provided that it should not charge or demand or collect or re- 
ceive a greater or less or different compensation for the trans- 
portation of property or for any service in connection therewith 
than such as was specified in such schedules. (34 Stat. 587, 
Section 6.) 

In these schedules was included a rule, designated as Rule 
9A, which reads: 

“Unless otherwise provided, when property is transported 
subject to the provisions of the Western Classification, the ac- 
ceptance and use are required, respectively, of the ‘Uniform 
Bill of Lading,’ ‘Straight’ or ‘Order’ as shown on pages 87 to 
90, inclusive.” 

For the purposes of this case only it is admitted, and ac- 
cepted by this court, that this rule 9A permitted and required 
that the property should be treated as moving east of San Fran- 
cisco under the Uniform Bill of Lading, although, in fact, no 
other than the Yokohama bill of lading was issued. This Uni- 
form Bill of Lading contained, among other conditions, the fol- 
lowing: 

“The amount of any loss or damage for which any carrier 
is liable shall be computed on the basis of the value of the 
property (being the bona fide invoice price, if any, to the con- 
signee, including the freight charges, if prepaid) at the place 
and time of shipment under this bill of lading, unless a lower 
value has been represented in writing by the shipper or has been 
agreed upon or is determined by the classification or tariffs upon 
which the rate is based, in any of which events such lower value 
shall be the maximum amount to govern such computation 
whether or not such loss or damage occurs from negligence.” 

Upon the facts thus stated the petitioner contends that the 
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agreed valuation of $100 per package or case in the Yokohama 
bill of lading is necessarily imported into the Uniform Bil] of 
Lading, becomes the valuation “agreed upon” within the terms 
and conditions quoted from that bill, and limits the respondent's 
recovery to that amount, $5,600, regardless of the value of the 
property and of the fact that it was lost by the carrier’s negli- 
gence. 


To this contention it is replied by the respondent, that it is 
admitted by the petitioner that its filed and published schedules 
contained but one rate applicable to the shipment as it was car. 
ried east of San Francisco; that that rate, $1.25 per 100 pounds 
minimum carload, was charged in the Yokohama Dill of lading, 
and that, since no choice of rates was given, or could be given, 
to the shipper, any agreement, in form a valuation of the prop- 
erty, made for the purpose of limiting the carrier’s liability to 
less than the real value thereof, in case of loss by negligence, 
was void and without effect. 


In many cases, from the decision in Hart vs. Pennsylvania 
Railroad Co., 112 U. S. 331, decided in 1884, to Boston & Maine 
Railroad vs. Piper, 246 U. S. 439, decided in 1917, it has been de. 
clared to be the settled federal law that if a common carrier 
gives to a shipper the choice of two rates, the lower of them con- 
ditioned upon his agreeing to a stipulated valuation of his prop- 
erty in case of loss, even by the carrier’s negligence, if the ship- 
per makes such a choice, understandingly and freely, and names 
his valuation, he cannot thereafter recover more than the value 
which he thus places upon his property. 

As a matter of legal distinction, estopppel is made the basis 
of this ruling—that, having accepted the benefit of the lower 
rate, in common honesty the shipper may not repudiate the con- 
ditions on which it was obtained—but the rule and the effect of 
it are clearly established. 

The petitioner admits all this, but contends that it has 
never been held by this court that such choice of rates was 
essential to the validity of valuation agreements, and, arguing 
that they should be sustained unless shown to have been fraudu- 
lently or oppressively obtained, it affirms the validity of the 
agreement in the Yokohama bill of lading, and cites as a de 
cisive authority Reid vs. American Express Co., 241 U. S. 544. 

With this contention we cannot agree. 

This court has consistently held the law to be that it is 
against public policy to permit a common carrier to limit its com- 
mon law liability by contracting for exemption from the conse 
quences of its own negligence or that of its servants (112 U.S. 
331, 338 and 246 U. S. 439, 444, supra), and valuation agreements 
have been sustained only on principles of estoppel and in care- 
fully restricted cases where choice of rates was given—where 
“the rate was tied to the release.” Thus, in the Hart case (p. 
343), it is said: 

“The distinct ground of our decision in the case at bar is, 
that where a contract of the kind, signed by the shipper, is 
fairly made, agreeing on the valuation of the property carried, 
with the rate of freight based on the condition that the carrier 
assumes liability only to the extent of the agreed valuation, even 
in case of loss or damage by the negligence of the carrier, the 
contract will be upheld as a proper and lawful mode of securing a 
due proportion between the amount for which the carrier may 
be responsible and the freight he receives, and of protecting him- 
self against extravagant and fanciful valuations.” 

And in the Piper case it is said (p. 444): 


“In the previous decisions of this court upon that subject it 
has been said that the limited valuation for which a recovery 
may be had does not permit the carrier to defeat recovery be 
cause of losses arising from his own negligence, but serves to fix 
the amount of recovery upon an agreed valuation made in col- 
sideration of the lower rate stipulated to be paid for the serv 
ice.” 

The Reid case, supra, does not conflict with these decisions, 
for in that case the bill of lading containing the undervaluation, 
which was there sustained, expressly recited that the freight was 
adjusted on the basis of the agreed value and that the carrier's 
liability should not exceed that sum “unless a value in excess 
thereof be specifically declared and stated herein and extra 
freight as may be agreed upon be paid.” The bill of lading was 
for ocean carriage only, London to New York, to which, of 
course, the Interstate Commerce Act was not applicable (36 
Stat. 544, Section 1; Armour Packing Company vs. United States, 
209 U. S. 56, 78; Cosmopolitan Shipping Company vs. Hamburs 
American Packet Company et al., 13 I. C. C. Rep. 266), and the 
carrier, therefore, was in a position to tender to, and, by the 
quoted provision of the bill, did tender to, the shipper the choice 
of paying a higher rate and being subject to less restricted re 
covery in case of loss. The case was plainly within the scope 
of the prior decisions of this court upon the subject. 

Thus this valuation rule, where choice is given to and ac 
cepted by a shipper, is, in effect, an exception to the common 1aW 
rule of liability of common carriers, and the latter rule remaits 
in full effect as to all cases not falling within the scope of such 
exception. Having but one applicable published rate east of 
San Francisco the petitioner did not give, and could not lawfully 
have given, the shipper a choice of rates, and therefore the 
stipulation of value in the Yokohama bill of lading, even ! 
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treated as imported into the Uniform Bill of Lading, cannot bring 
the case within the valuation exception, and the carrier’s liabil- 
ity must be determined by the rules of the common law. To 
allow the contention of the petitioner would permit carriers to 
contract for partial exemption from the results of their own 
negligence without giving to shippers any compensating priv- 
ilege. Obviously such agreements could be made only with the 
ignorant, the unwary or with persons deliberately deceived. It 
results that the judgment of the Supreme Court of the State of 
New York, entered upon the order of the Court of Appeals of that 
state, must be. 
Affirmed. 


SHIPPING BOARD ACTION 


The Trafic World Washington Bureau 


Condemnation of the agreements between the International 
Mercantile Marine Company and the British government, atten- 
tion to which was recently directed by Senator Wesley L. Jones, 
of Washington, in an address before the National Merchant Ma- 
rine Association, marked the last official action of the United 
States Shipping Board as it was constituted up to noon, March 
4, (See Traffic World, March 5, p. 510.) 

The board sent a copy of the resolution regarding the 
agreements to the Senate for the information of that body, al- 
though it had not specifically asked for such action. The board 
held a meeting before noon March 4 at which it was decided 
that as trustees of the Emergency Fleet Corporation the mem- 
bers of the board would remain in office in that capacity until 
relieved by President Harding. As to the Shipping Board itself, 
Admiral Benson said he would look after its affairs until relieved 
from duty. 

The terms of the six members of the board (the seventh 
member, Chester H. Rowell, of California, having resigned sev- 
eral months ago) expired at the same time Woodrow Wilson 
ceased to be President of the United States, as the members 
had been serving under recess appointments. 

President Harding is expected to nominate a new Shipping 
Board shortly. George Chamberlain, whose term as a senator 
from Oregon expired March 4, was said to have a good chance of 
being appointed as one of the Democratic members of the board. 
A number of other names, all of which have been previously 
mentioned as possible appointees, were also being discussed as 
being considered by President Harding. However, there was 
no definite basis for belief that any of those mentioned actually 
would be appointed. 

Reports that “so and so” would be appointed on the U. S. 
Shipping Board were characterized as purely speculative at the 
White House, March 8. When questioned as to a story in the 
press, purporting to give the names of the new board, President 
Harding said he did not wish to “throw down” a newspaper re- 
port, but that he had not decided as to the make-up of the board 
and would not decide until he had found the right man to head 
the board. The report referred to placed on the board the 
following: R. A. C. Smith of New York, chairman; Admiral U. 
R, Harris, Charles Forbes of Seattle; Robert A. Dean, special 
counsel of the extinct board; Frederick I. Thompson, of Mobile, 
ex-member of the board; George E. Chamberlain, former senator 
from Oregon, and J. W. Alexander, former secretary of com- 
merce. 


President Harding, it was learned, has not definitely decided 
that he will not reappoint Admiral Benson on the board. Con- 
siderable pressure was being brought to bear on the President 
for the reappointment of Benson. 

Admiral Benson put up to the Department of Justice, March 
8, the question of his status and that of Commissioner Donald 
as “holdover” members of the board which preceded the board 
composed of the Wilson recess appointees. He asked for a rul- 
ing as to whether he and Donald should remain in charge of 
the board’s affairs until the new board had qualified. The Presi- 
dent’s secretary acknowledged a letter from Admiral Benson to 
the President in which the recess appointees said they would 
remain in office as trustees of the Emergency Fleet Corporation 
until relieved from duty. 


The resolution of the board in the I. M. M. case follows: 

“Whereas, A hearing was granted the International Mer- 
cantile Marine Company by the United States Shipping Board 
with reference to a certain agreement dated August 1, 1903, be- 
tween the Commissioners for Executing the Office of Lord High 
Admiral of the United Kingdom of Great Britain and Ireland 
and the Board of Trade (for and on behalf of his majesty’s gov- 
ernment), the International Mercantile Marine Company and 
certain British companies, which said agreement provides, among 
other things: 


(a) The term ‘‘the association’’ hereinafter used means the parties 
hereto of the second and third parts and also includes any other com- 
pany, corporate or unincorporate, partnership body or person, whether 
British, American or other foreign, which by any arrangement is ad- 
mitted to or brought under the control of the association or any of 
its constituent parts for the time being. : 

_(b) Par. 8. If at any time hereafter during the continuance of 
this agreement any other company, whether corporate or unincor- 
porate, partnership body or person, whether British, American or 
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other foreign, shall be admitted to or brought under the control of 
the association or any of its constituent parts for the time being the 
association shall give notice thereof to his majesty‘s government and 
shall furnish all such particulars with regard to terms, parties or 
otherwise, as the government may reasonably — 

(c) Par. 10. This agreement shall have effect for 20 years from 
the 27th September, 1902, and shall continue in force thereafter, sub- 
ject to a notice of five years on either side (which may be given dur- 
ing the continuance of this agreement), provided that his majesty’s 
government shall have the right to terminate this agreement at any 
time if the association pursue a policy injurious to the interests of 
the British mereantile marine or of British trade. 

(d) Par. 12. In case of any difference as to the intent and mean- 
ing of this agreement or in case of any dispute arising out of this 
agreement the same shall be referred to the Lord High Chancellor of 
Great Britain for the time being, whose decision, whether on law or 
fact, shall be final. 


“and, Whereas, It was developed at said hearing that al- 
though said International Mercantile Marine Company is owned 
practically in its entirety by citizens of the United States, yet 
that certain contract and agreement, dated August 1, 1903, to- 
gether with certain agreements supplementary thereto between 
the parties above stated, is regarded by the United States Ship- 
ping Board as inimical to and not in harmony with the policy 
of the United States of America with respect to the develop- 
ment of its trade and commerce and merchant marine and at 
variance with both the letter and the spirit of the Merchant 
Marine Act, 1920. 

“Resolved, That the International Mercantile Marine Com- 
pany be, and it is hereby, requested and directed by the United 
States Shipping Board to so amend the said agreement of Au- 
gust 1, 1903, together with agreements supplementary thereto, as 
to exclude therefrom any and all vessels documented under the 
laws of the United States, to the end that said agreement and 
supplements thereto shall not be allowed to affect or apply to 
the ships operated by said International Mercantile Marine Com- 
pany at any time under the flag of the United States of Amer- 
ica; and 

“Be is further Resolved, That said International Mercan- 
tile Marine Company advise the United States Shipping Board 
of its conclusion with respect to this resolution.” 


PUBLIC SALE AT HAVANA 


Consul General Hurst, Havana, Cuba, cables under date of 
March 2 that there are.52 American vessels in Havana Harbor 
as compared with 61 the previous week; 16 foreign vessels and 
54 American vessels cleared for American ports during the 
week; 643,700 packages were dispatched, according to the report 
of customs authorities, compared with 474,000 the previous 
week. On February 28 and March 1 the first public sale of 
perishable goods was effected at the government storage in the 
Espada Cemetery. Merchants were permitted after publication 
of sale to withdraw goods consigned to them if so inclined, 
and if sufficient funds were not available to cover customs 
duties, or if they were unable to give proper guaranties for 
same, all possible encouragement was offered to merchants to 
accept and remove their merchandise and place it in bonded 
warehouses. Col. Despaigne, special supervisor of the port, re- 
ports that since January 10 approximately 3,000 tons of mer- 
chandise have been removed to the Espada storage and 12,000 
tons have been placed in public and private bonded warehouses. 
During the month of February customs duties to the amount of 
about $5,000,000 were collected at Havana. 





AMERICAN TONNAGE AT BRITISH PORTS 


Net tonnage of American vessels with cargoes entering 
British ports amounted to 2,357,577 tons in 1920 as compared 
with 1,625,498 in 1919 and 724,473 in 1913, according to a report 
received by the Department of Commerce from the American 
consulate at London. The net tonnage of American vessels 
clearing from British ports with cargoes amounted to 1,241,727 
tons in 1920 as compared with 609,020 tons in 1919 and 370,258 
tons in 1913. 

“It will be observed,” the report stated, “that in vessels 
entered and cleared, American tonnage was more than three 
times as large in 1920 as in 1913, and that the tonnage thereof 
cleared with cargoes in 1919 and 1920 was considerably over 
1,000,000 tons less than the total so entered. British clearances 
in 1920 were more than 2,000,000 tons less than the entrances.” 


OIL BARGES FOR SALE 

The Shipping Board has offered for sale, four steel oil 
barges, the Nashville, Old Hickory, Hermitage and Canby Fork, 
located at New Orleans. Bids will be received up to noon 
March 21. The barges were completed in the summer of 1920 
and have a capacity of 600,000 gallons each. A certified check 
for 2% per cent of the amount of the bid in each case must 
accompany the bids. 


N. Y¥. C. & ST. L. BONDS 
The New York, Chicago & St. Louis has applied to the Com- 
mission for authority to pledge $1,036,000 of its second and im- 
provement mortgage bonds from time to time as collateral secur- 
ity for short term notes. . 
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STATE CONTROL OF RATES 


The Trafic World Washington Bureau 


Senator Phipps, of Colorado, submitted in the Senate, March 
8, a resolution adopted by the Colorado legislature relative to 
state control of rates. 

John E. Benton, general solicitor of the National Associa- 
tion of Railway and Utilities Commissioners sent the following 
to state commissions as to legislative resolutions: 

“I am advised by Hon. Charles Webster, chairman of our 
legislative committee, that the states of Minnesota, Iowa, North 
Dakota, South Dakota, Utah, and Nebraska have passed legis- 
lative resolutions asking Congress to amend the transportation 
act to make clear the power of states to regulate their own 
rates. I am also today in receipt of a copy of a resolution 
passed by both branches of the legislature of Colorado to the 
same effect. This resolution stresses the fact that the grant of 
any such power as the Commission claims to exercise tends 
inevitably to a bureaucratic system repugnant to the American 
theory of government, and compels the shippers of Colorado 
and other states to forego relief on local transportation 
problems or seek it at Washington at great expense of time and 
money. My information is that the passage of like resolutions 
in other states is probable. Some of the resolutions referred 
to have already been distributed to Mr. Webster.” 

Representatives Sinclair and Young, of North Dakota, have 
received copies of a memorial from the legislature of that state 
urging Congress to amend the transportation act to limit the 
authority of the Interstate Commerce Commission so that it 
would be prevented from authorizing blanket increases in intra- 
state rates. The memorial was referred to the House committee 
on interstate and foreign commerce. 


Oral argument in the Wisconsin intrastate rate case was 
expected to be reached in the Supreme Court about the middle 
of this week. The case was one of the last assigned for oral 
argument on February 28, and it was thought that it would 
be reached some time last week, but the arguments in cases 
preceding it took up all the time of the court. 

Dismissal of the appeal of the Railroad Commission of Wis- 
consin in the Wisconsin intrastate passenger fare case was re- 
quested by P. J. Farrell, chief counsel for the Interstate Com- 
merce Commission, in his brief filed in the United States Su- 
preme Court. 

After setting forth that the Commission acted in the Wiscon- 
sin case under the authority conferred on it by sections 13 and 
15-a of the interstate commerce act, Mr. Farrell reviewed the 
contentions of the state commission and the state of Wisconsin 
as follows: 

“The appellants’ contentions, as we understand them, may 
be summarized as follows: (1) The question of whether rates, 
fares or charges fixed by a state authority conflict with rates, 
fares or charges fixed by a federal authority is a question of fact 
which must be determined ultimately by the court; (2) in mak- 
ing the order involved in this suit the Commission acted arbi- 
trarily, in that it undertook to control rates, fares and charges 
which are purely intrastate; (3) the Commission construed 
erroneously the authority conferred upon it by the interstate 
commerce act as amended by the transpertation act, and (4) 
in making the order the Commission exercised authority which 
Congress can not exercise, or confer upon the Commission, with- 
out violating the Constitution of the United States.” 


As to the first contention, Mr. Farrell said the Commission’s 
findings in the Wisconsin case were findings of fact and that the 
findings were administrative in character and binding on all 
parties, including the courts, in the absence of a showing that 
in making them the Commission acted unlawfully. In support 
of these conclusions Mr. Farrell cited Texas & Pacific Railway 
Company vs. Interstate Commerce Commission, 162 U. S. 197; 
Proctor & Gamble Company vs. United States, Interstate Com- 
merce Commission et al., 225 U. S. 282, and United States vs. 
Louisville & Nashville Railroad Company, 225 U. S. 314. 

The Commission did not act arbitrarily in making the order 
in the Wisconsin case, Mr. Farrell said in reply to the second 
contention. He referred to the representatives of the state com- 
missions sitting with the Commission during the consideration 
of Ex Parte 74, and said that in addition a hearing had been 
held in the Wisconsin case after the state commission had acted 
unfavorably in the premises upon application of the carriers. 

“Under the circumstances,” said he, “we think it can not 
consistently be contended either that the Commission acted arbi- 
trarily, in fact, or that it manifested a disposition to do so. How- 
ever, appellants say the Commission’s order is not confined to 
specific discriminations, but applies generally instead to all fares 
and charges of certain classes applied to intrastate transporta- 
tion within the state of Wisconsin, and that, therefore, the order 
covers fares and charges for transportation which is purely 
intrastate. 

“The rule to be applied in determining whether commerce 
is purely intrastate is clearly indicated by the decision of this 
court in Houston, East and West Texas Railway Company vs. 
United States, 234 U. S. 342, where, in speaking of the power 


Vol. XXVII, No. 11 


of Congress over interstate commerce, the language of the court 
was: 

* * * Its authority, extending to these interstate carriers as in- 
struments of interstate commerce, necessarily embraces the right to 
control their operations in all matters having such a close and sub- 
stantial relation to interstate traffic that the control is essential or 
appropriate to the security of that traffic, to the efficiency of the in- 
terstate service, and to the maintenance of conditions under which 
interstate commerce may be conducted upon fair terms and without 
molestation or hindrance. As it is competent for Congress to legis- 
late to these ends, unquestionably it may seek their attainment by re- 
quiring that the agencies of interstate commerce shall not be used 
in such manner as to cripple, retard or destroy it. The fact that car- 
riers are instruments of intrastate commerce, as well as of interstate 
commerce, does not derogate from the complete and paramount au- 
thority of Congress over the latter or preclude the Federal power 
from being exerted to prevent the intrastate operations of such car- 
riers from being made a means of injury to that which has been con- 
fided to Federal care. Wherever the interstate and intrastate transac- 
tions of carriers are so related that the government of the one in- 
volves the control of the other, it is Congress, and not the State, 
that is entitled to prescribe the final and dominant rule, for other- 
wise Congress would be denied the exercise of its constitutional au- 
thority and the State, and not the Nation, would be supreme within 
the national field. * * * (Id. 351-352). 

Mr. Farrell said the Commission found that all the fares 
and charges covered by the order in the Wisconsin case were un- 
justly discriminatory against interstate commerce, and that the 
order was fully supported by the findings. 

“We are unable to see how, in view of the ruling of the 
court above set forth, appellants’ contention that the order covers 
commerce which is purely intrastate can be sustained,” said he. 

A review was made by Mr. Farrell of the disparities between 
the interstate and intrastate charges and the resulting losses 
to the carriers and destruction of interstate commerce. 

As to the third contention of the appellants, Mr. Farrell 
pointed to the sections of the interstate commerce act conferring 
on the Commission the authority to remove unjust discrimina- 
tion against interstate commerce. Instead of limiting the Com- 
mission to matters other than disparities between intrastate 
rates, fares and charges on the one hand and interstate rates, 
fares and charges on the other hand, counsel said Congress 
manifested an intention to leave the Commission entirely free 
to consider and give effect to any and all evidence tending to 
prove the existence of the preference, prejudice and discrimina- 
tion forbidden and declared to be unlawful by paragraph (4) of 
section 13 of the interstate commerce act. 

“Appellants,” said Mr. Farrell, “contend that the transporta- 
tion act did not ‘increase the pre-existing jurisdiction of the 
Commission as to discrimination,’ but we are unable to see how 
this contention can be sustained. As above shown, the trans- 
portation act amended the interstate commerce act by forbidding 
and declaring to be unlawful, unjust discrimination against inter- 
state or foreign commerce, caused by intrastate rates, fares, 
charges, classifications, regulations, or practices, and by requir- 
ing the Commission to prescribe the rates, etc., it might con- 
sider necessary to remove such discriminations of the kind men- 
tioned as it might, after full hearing in the premises, find in 
existence. 

“In our opinion these amendmetns are significant, for the 
reason that Congress had previously defined, to some extent, at 
least, the term ‘unjust discrimination,’ as the charging, demand- 
ing, collecting, or receiving, by a common carrier subject to the 
interstate commerce act, from any person or persons a greater 
or less compensation for services rendered, or to be rendered, 
in the transportation of passengers or property, subject to the 
provisions of the act, than the carrier charges, demands, collects, 
or receives from any other person or persons for doing for him 
or them a like and contemporaneous service in the transporta- 
tion of a like kind of traffic under substantially similar circum- 
stances and conditions. (Section 2, I. C. Act.) 

“Appellants also contended that the order of the Commis- 
sion is invalid because said section 15a does not require the Com- 
mission to base, and because the Commission has not based, its 
order concerning the intrastate fares and charges upon a divi- 
sion of the value of the railway property, that is, upon a separate 
value of the property used by the carriers for common-carrier 
purposes which may be regarded as used exclusively in intra- 
state commerce... In making this contention, however, we think 
appellants overlook the fact that where the interstate and intra- 
state transactions of carriers are ‘so related that the government 
of the one involves the control of the other, it is Congress, and 
not the State, that is entitled to prescribe the final and dominant 
rule,’ and further overlook the fact that the dominant rule pre- 
scribed by Congress in said section 15a requires the Commission 
to initiate, modify, establish or adjust rates so that carriers as 
a whole (or as a whole in each of such rates, groups or terri- 
tories as the Commission may from time to time designate) will 
earn an aggregate annual net railway operating income equal, 
as nearly as may be, to a fair return upon the aggregate value 
of the railway property o. such carriers held for and used in 
the service of transportation.” 

Mr. Farrell then said he thought an examination of the law 
would show that Congress did not manifest any intention to 
interfere, or authorize the Commission to interfere with rates. 
fares and charges for the transportation of passengers or prop- 
erty in commerce which were “purely” intrastate. 

“The appellants contend that Congress did so interfere, and 
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we understand this to be, in substance, the only claim advanced 
by them in support of their contention that the action of Con- 
gress referred to is unconstitutional,” said he. 

After quoting part of the decision of the Supreme Court in 
Houston, East and West Texas Railway Company vs. United 
States, 234 U. S. 342, commonly called the Shreveport case, Mr. 
Farrell said: 

“We thus see that the power of Congress over interstate 
and foreign commerce is full and complete; that where it exists 
it dominates; that it was vested in Congress to secure uniformity 
of regulation against conflicting and discriminating state legisla- 
tion and to protect the national interest by securing the free- 
dom of interstate commercial intercourse from local control; 
that such power enables Congress to enact all appropriate legis- 
lation for the protection and development of interstate and for- 
eign commerce; that this power necessarily embraces the right 
to control the operations of interstate carriers in all matters 
having such a close and substantial relation to interstate traffic 
that the control is essential or appropriate to the security of 
that traffic, to the efficiency of the interstate service, and to the 
maintenance of conditions under which interstate commerce 
may be conducted upon fair terms and without molestation or 
hindrance, and that, wherever the interstate and intrastate 
transactions of carriers are so related that the government of 
the one involves the control of the other, it is Congress, and 
not the state, that is entitled to prescribe the final and domi- 
nant rule. 

“That the constitutional power of Congress over interstate 
and foreign commerce, as that power is defined in the above- 
mentioned decisions, and in a large number of other decisions, 
of this court, which might be referred to, was not exceeded in 
enacting the provisions of law here involved is so clearly ap- 
parent, when the definitions are compared with the powers ex- 
ercised, that, in our opinion, further argument in this connec- 
tion is unnecessary. 


“In paragraph (4) of section 13 of the interstate commerce 
act, above quoted, it will be seen that all Congress did was to 
authorize the Interstate Commerce Commission to make orders 
which would remove and prevent any undue or unreasonable ad- 
vantage, preference, or prejudice as between persons or localities 
in intrastate commerce on the one hand and interstate or foreign 
commerce on the other hand, and any undue, unreasonable, or 
unjust discrimination against interstate or foreign commerce; 
and that by paragraphs (2) and (3) of section 15a Congress 
simply authorized and required the Commission to _ initiate, 
modify, establish and adjust rates so that carriers as a whole, 
or as a whole in each rate group or territory which the Com- 
mission may from time to time designate, may earn an aggre- 
gate annual net railway operating income equal, as nearly as 
may be, to a fair return upon the aggregate value of the rail- 
way property of such carriers held for and used in the service 
of transportation. 


“It is true, that by said paragraph (3) Congress fixed, for 
two years, beginning March 1, 1920, the annual net railway 
operating income at 5% per centum of said aggregate value, ex- 
cept that it authorized the Commission, in its discretion, to in- 
crease said percentage to 6. In this connection, however, we do 
not apprehend that an effort will be made by the appellants 
to show that this action of Congress is in excess of its consti- 
tutional power. 


“At the time matters covered by the transportation act were 
being discussed, Congress was confronted with the necessity of 
preserving and strengthening the interstate common carriers 
of the country, and making them efficient and serviceable 
agencies for the transportation of interstate and foreign com- 
merce, and also for the transportation of intrastate commerce. 
Under these circumstances we think it is obvious that the most 
important matter presented for consideration was the means by 
which the necessary railway operating revenues might be 
secured. After several months of discussion, deliberation. and 
reflection, Congress perfected and put into operation the plan 
now under consideration, and our understanding of a large num- 
ber of decisions heretofore rendered by this court convinces us 
that, in taking this action, Congress did not exceed its power 
under the Constitution of the United States. In McCulloch vs. 
Maryland, 4 Wheat. 316, pertinent language of the court was as 
tollows: 


* * * Let the end be legitimate, let it be within the scope of the 
constitution, and all means which are appropriate, which are plainly 
adapted to that end, which are not prohibited, but consist with the 
letter and spirit of the constitution, are constitutional. (Id. 420). 


“For the reasons above set forth we insist that the appeal 
in this suit should be dismissed.” 

Oral argument in the Wisconsin case was to be made by A. 
P. Thom and Bruce Scott for the carriers; John E. Benton, ap- 
pearing for the states; M. B. Olbrich, special counsel for the 
State of Wisconsin, and Mr. Farrell for the Commission. The 
court had originally denied motions of Mr. Benton and the Com- 
mission for permission to make oral argument, but on recon- 
Sideration ruled that the states could have one representative 
and the Commission one representative. It was expected that 


the argument would occupy at least six hours. 
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RAILROAD LABOR DEVELOPMENTS 


At a meeting held in New York, March 4, the Association 
of Railway Executives decided to abolish its labor commission. 
This action was taken at the suggestion of the commission it- 
self, on the ground that its further existence would be an invi- 
tation to labor to seek national agreements and conferences 
which, according to the association, should be carried on be- 
tween each road and its employes. In a statement, issued after 
the close of the meeting, Thomas DeWitt Cuyler, chairman of 
the association, said: 

“The commission has now substantially performed its work 
and its further maintenance is a constant invitation to seek a 
national and uniform settlement of labor matters, which ought 
to be settled between each carrier and its own employes. Many 
of these settlements should differ on different railroads and in 
different parts of the country. 

“The railroads have declined to enter into national boards 
of adjustment. The question of continuing the national agree- 
ment rules, and working conditions, it is hoped, will soon be 
settled by the United States Railroad Labor Board. The vari- 
ous carriers are now proceeding, each in accordance with their 
local conditions and best judgment, on the matter of readjusting 
the wages of common labor.” 

It was also announced that a committee on accounts and 
statistics had been appointed and that two new commissions, 
one on routing of competitive traffic and one on facilities and 
operation, to represent the railroads under the uniform express 
contract, are to be named. 

According to dispatches from Atlanta, Ga., approximately 
1,500 men have responded to the strike call on the Atlanta, 
Birmingham and Atlantic Railroad, which was issued, according 
to union officials, to force the road to obey the law. The A. B. 
& A. had been ordered by the Labor Board to rescind the wage 
cuts recently ordered, but the district court of Georgia ruled 
that the cuts could not be affected before the hearing, set for 
March 26. B. L. Bugg, former president and at present receiver 
for the road, announced, March 6, that arrangements were being 
made to employ new men to take the place of the striking em- 
ployes. Every train on the system is idle at present. 

While the Labor Board continues to watch the strike with 
interest, no official action has as yet been taken by that body. 
This is the first time the issue of whether a federal court can 
override a ruling of the board has arisen. Meanwhile, B. M. 
Jewell, president of the railway employes section of the A. F. 
of L., has issued a statement saying that the dispute “is pure 
local and can have no bearing on the roads generally.” 

The United States board of mediation has offered its serv- 
ices in the matter, and members of that body were expected in 
Macon, March 8, to begin negotiations. ; 


Mr. Jewell addressed a letter to the Labor Board, March 5, 
in which he requested that subpoenas be issued to the members 
of the recently dissolved labor subcommittee of the Association 
of Railway Executives. He said that he thought they ought to 
be present, March 10, when he, Jewell, was scheduled to appear 
before the board in its hearing on rules and regulations. 


In a decision handed down March 7 by the United States 
Railroad Labor Board, the Erie Railroad Company is adjudged 
as having violated decision Number 2 of the board in six re- 
spects. The matter was brought before the board January 31, 
when the United Brotherhood of Maintenance of Way Employes 
and Railway Shop Laborers and the American Train Dispatchers’ 
Association complained that the Erie had issued orders cutting 
the wages of unskilled labor on an average of 27 per cent, 
deducting one day’s pay from the monthly wages of each of the 
employes working on a monthly basis, and providing for a seven- 
day week for train dispatchers. 

The board issued a resolution, February 12, setting Feb- 
ruary 23 as date for hearing on the question and suggesting 
further conferences between the parties in dispute. Meanwhile, 
the order read, no changes in present wages and working rules 
should be made. The board in its decision alleges that the 
Erie failed to heed the latter part of the resolution. At the 
hearings the Erie took the position that though the wages set 
in decision No. 2 might have been just and reasonable at the 
time the decision was rendered, July 20, 1920, they were no 
longer so and that the Labor Board was without power to set 
wages for an indefinite time. The road contended that certain 
conditions on which the board had predicated its findings had 
changed materially and that therefore the road was justified 
in ignoring this decision to a certain extent. 

The board, in its opinion, states that no road has the right 
to change the wages of its employes solely because of financial 
necessity. 

It is the judgment of the board “that no carrier may, with- 
out violating the spirit and letter of decision No. 2, in case its 
revenue for any month should be estimated to be insufficient 
to meet its expenses for labor and material for that month, 
arbitrarily appropriate to itself wages due its employes in such 
amount as to make expenses for labor and material equal or 
exceed revenues for that month. 

“It is the opinion of this board that the action of the Erie 
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Railroad Company is not even consistent with the legal theory 
advanced by its counsel.” 

The board also calls attention to the fact that the Erie 
seems to have ignored its frequent decisions regarding the ne- 
cessity for conference between parties in dispute. 

“It was also suggsted by the counsel for the company that 
Title III] imposed no duty on officers of carriers to confer with 
representatives of organizations of employes. This suggestion 
is contrary to the plain meaning of the requirement of section 
301 that all available and reasonable means and efforts must 
be adopted and exerted to avoid interruptions to operation grow- 
ing out of any dispute between carriers and their employes. All 
such disputes are to be considered and, if possible, decided in 
conference between representatives designated and authorized 
so to confer by the carriers and employes directly interested in 
‘the dispute. The evidence shows that the representatives of 
the employes directly interested so designated and authorized 
were the designated officers of the complaining organizations. 
It was clearly the legal duty of the carrier’s designated officers 
to confer with such designated officials of these organizations. 
This duty was admitted by the general manager of the carrier, 
but as to the complaining organizations it was not performed.” 

The decision makes clear that the proceedings were not “to 
determine what wages are now just and reasonable. .. . It 
is to determine whether or not there has been a violation of 
decision No. 2.” 

Julius G. Luehrsen, president of the American Train Dis- 
patchers’ Association, concluded his argument before the Labor 
Board at the hearing on rules and regulations March 7. He 
said the members of his organization were not satisfied with 
the rules governing train dispatchers and that if the national 
agreements were affirmed by the board they would like certain 
changes, among which were an adjustment of the hours and 
working conditions of chief and assistant chief dispatchers. A 
chief dispatcher, he pointed out, is paid $301.52 for 12 hours’ 
work, usually at night, while an ordinary dispatcher, without 
supervising responsibilities, gets $251.52 and works only 8 hours 
a day. For these reasons, Mr. Luehrsen said, experienced and 
older men often decline promotion to chief and assistant chief 
dispatcher. 

Daniel W. Helt, president of the Brotherhood of Railway 
Signalmen of America, appeared before the board March 8 and 
contradicted the statement by the roads that all they were seek- 
ing was permission to negotiate their own agreements. Mr. 
Helt said there was nothing in the national agreements to pre- 
vent roads from negotiating with their own employes, and 
pointed out that the agreements under which the New York, 
New Haven & Hartford road and its men have been working 
since March 1, 1920, were arrived at in conferences and have 
superseded the national agreements. The form of arbitration 
recently adopted by the Pennsylvania System was another ex- 
ample of this kind, he said, and he concluded by charging that 
“the railroads have not asked for what they really want. The 
condition they desire is one where there will be no agreement 
at all and where they will not have to negotiate any agreements.” 

Mr. Helt declared that the operation of the punitive over- 
time rules, against which the roads’ complaint is particularly 
bitter, had, in fact, saved the roads millions of dollars through 
greater efficiency in the signal departments. “The salient fea- 
tures of the signalmen’s national agreement must be retained 
for the safety of the public and the welfare of the railroads and 
their employes.” 

Reports from New York are that no agreement was reached 
at the conference between road officials and representatives of 
common labor, March 8. The conference was called to discuss 
proposed cuts of from 13 to 20 cents an hour, effective April. 1. 
It has been announced that the conference will be continued on 
March 22. 

The board of directors of the Pennsylvania lines, after a 
meeting in New York, March 9, announced the adoption of a 
resolution providing for wage reductions in practically all the 
lines of labor on its roads. The wage cut, the resolution says, 
is to be accomplished in strict accordance with the transporta- 
tion act and the recent decisions of the Labor Board. This 
determination is reflected in the order to executives “to give, as 
promptly as possible, proper notice that it is the intention of 
the company to reduce salaries and wages of officers and em- 
ployes,” and to arrange for the conferences necessary before 
the matter can be legally brought before the board. In calling 
for the cut, the resolution pleads the depleted revenue of the 
road, present economic conditions, and the fact that 70 per cent 
of the operating earnings of the road in February were absorbed 
by charges for labor. 

Announcement was made at the Railroad Labor Board offi- 
ces, March 9, that the appearance of B. M. Jewell, president 
of the railway employes’ section of the A. F, of L., which had 
been scheduled to take place before that board in its hearing 
on rules and regulations March 10, had been postponed to March 
14. The reason given was that it had been decided to com- 
plete the testimony of the independent unions before taking up 
that of the American Federation of Labor. 

J. C. Smock, vice-president of the United Brotherhood of 
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Maintenance of Way Employes and Railway Shop Laborers, 
testified, March 9, repeating the assertions of other labor lead- 
ers that the railroads are seeking to destroy the labor unions. 
He charged that the roads have been importing numbers of 
Mexicans to lower labor costs, and asserted that the railroads 
have adopted “a policy of delay and annoyance in these pro- 
ceedings.” 

W. V. O’Neill, president of the International Association of 
Railroad Supervisors of Mechanics, began his testimony March 9. 

The effort on the part of the carriers to reduce the wages 
of workers gained considerable impetus, March 10, by simulta- 
neous announcements from five western roads that conferences 
between their executives and representatives of their unskilled 
laborers had been called. The roads that are seeking confer- 
ences, to comply with the provisions of the transportation act 
and various decisions of the Labor Board, are the Santa Fe, 
the Chicago, Milwaukee & St. Paul, Chicago Great Western, 
Chicago, Rock Island & Pacific and the Chicago & North West- 
ern. Of these lines two have set dates for conferences—the 
North Western on March 18 and the Rock Island on March 21. 
March 18 is also the date set for conference between the officers 
and unskilled workers of the Missouri Pacific, but the Missouri, 
Kansas & Texas has not as yet set a date for the proposed con- 
ference on unskilled laborers’ wage reductions scheduled to go 
into effect April 10. 

The situation in the East is somewhat different, in so far 
as the wage cuts proposed by the Pennsylvania and the New 
York Central embrace every class of railroad work from the 
executive officers down to the track laborers. Arrangements 
for conferences on the Pennsylvania have been left to the re- 
gional executives. The New York Central, following its unsuc- 
cessful conference with representatives of unskilled labor March 
8, continuance of which has been announced for March 22, 
made known March 10 its decision to follow the example of the 
Pennsylvania to cut not only the wages of unskilled labor, but 
all salaries and wages, coincident to the abolition of the office 
of general superintendent and the reorganization of its oper- 
ating forces. From Boston comes the report that the New York, 
New Haven & Hartford has called for a conference of unskilled 
labor to consider a cut amounting to 40 per cent. 


PALM KERNEL, COCOANUT AND PEA- 
NUT MEAL 


Hearing on Docket No. 12077, American Milling Co, vs. Di- 
rector-General, Peoria & Pekin Union Railway et al., was held 
before Examiners Mackley and de Quevedo in Chicago, March 
10. Joseph F. Hobin, traffic manager for the milling company, 
was placed on the stand by Attorney C. R. Hillyer, and stated 
that the cause for complaint was the fact that a rate of 22 cents, 
the full sixth class rate, had been assessed on 43 cars of cocoa- 
nut, palm kernel and peanut meal, shipped from Peoria, IIl., to 
Owensboro, Ky., in the first three months of 1919. He said the 
rate should have been the same as that on cottonseed meal 
and grain by-products—namely, 13 cents, a rate subsequently 
established. He said the Commission had, in numerous cases, 
held that the by-products rate was the proper one to apply to 
these meals, citing in particular I. C. C. 154, the Southport Mills 
case, which has recently been reopened by the Commission. 
He said that the 13-cent rate on the meal in question had been 
made effective by tariffs published in April, 1919, whereas the 
freight rate authority on which it was based was published by 
the Director-General in November, 1918. If, he said, the tariffs 
had been published promptly, the goods would have moved at 
the lower rate. 

R, M. Gililland, traffic assistant for the Railroad Adminis- 
tration, was placed on the stand and questioned by Royal Mc- 
Kenna, who handled the case for the Director-General. He said 
the cars involved had moved because the American Milling 
Company’s plant at Peoria had burned and could not use the 
meal, which had originally been purchased for manufacture 
into stock food at that plant. Therefore, it was shipped to 
Owensboro, and there was no reason to believe that there would 
ever be a regular movement between the two points. Pressed 
by the examiner, he said that the 13-cent rate had been pub- 
lished in April, 1919, to remove possible discrimination. He also 
pointed out that various analogous commodities such as peanut 
chaff and hulls, clover meal, and bean meal all moved under 
class rates. Brief date was set for April 11. 


W. B. & S. NOTES 


The Commission has authorized the Wilmington, Brunswick 
& Southern to issue promissory notes in the aggregate amount 
of $81,000 in renewal of its promissory notes of like aggregate 
amount now due or about to become due. The original notes 
represent cash loans obtained several years ago by the company 
for application on the cost of material, equipment, land and the 
construction of station buildings and docks. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


Freight Rate for Transportation of Whisky Contrary to Law 

Cannot Be Recovered by Carrier: 

(Court of Appeals of Georgia, Division No. 2.) A carrier 
violating the act of Congress (U. S. Comp. St. 8739), which pro- 
hibits the transportation of spirituous or intoxicating liquor 
from one state to another state when the law of the latter state 
makes it penal to sell or possess such liquor cannot collect any 
freight charge for the transportation; and this is true although 
the carrier, when receiving and transporting the shipment, was 
wholly ignorant of the fact that it was intoxicating or spirituous 
liquor—Clemons et al. vs. Payne, Director-General, 105 S. E. 
Rept. 623. 

Carrier Can Recover Rate on Goods Which Whisky Shipment 

Purported to Be: 

Where packages containing whisky and marked and de- 
scribed as “roofing pitch” are delivered by consignor in Ohio 
and Kentucky to a carrier to be transported to named consignees 
in Georgia, and their real character is fully concealed from the 
carrier, and they are received and transported by the carrier 
without knowledge of their contents and without any circum- 
stance that would put the carrier on notice or inquiry as to their 
real character, the right to sue for and recover the rate of freight 
for roofing pitch would arise.—Ibid. 

Suit for Freight Properly Brought by Director-General Against 

Parties Procuring Transportation: 

When the carrier in question was at the time of the ship- 
ment operated by the United States government through an 
officer called “Director-General of Railroads,” suits for the 
freight were properly brought in the name of that official against 
the party or parties, whether consignor or consignee, or both, 
who procured the transportation to be made.—Ibid. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


Bill of Lading Provision that Carrier Shall Have Benefit of Insur- 
ance on Lost or Damaged Property Valid: 

(Supreme Court of Mississippi, Division B.) A provision in 
a bill of lading that the carrier liable on account of loss of or 
damage to property shall have the full benefit of any insurance 
that may have been effected upon, on or account of said property 
is valid, in the absence of fraud, or of any contract to the con- 
trary with the insurer, and entitles the carrier to a deduction 
for insurance paid the shipper.—-Yazoo & M. V. R. Co. vs. Blum, 
86 Sou. Rept. 805. 

In a suit against a carrier for the value of goods lost in 
transit when the fact that the shipper had collected insurance 
for the loss of the goods is disclosed for the first time on the 
cross-examination of the last witness who testified in the case, 
the carrier should be permitted to then plead the provision of 
the bill of lading that, in the event of the loss of the goods, the 
carrier shall have the benefit of any insurance effected on the 
goods.—Ibid. 


Carrier Can Limit Liability for Baggage by Filing Schedules: 


_ (Supreme Court, Appellate Div., First Dept.) Though Pub- 
lic Service Commissions Law, 38, making a carrier liable for the 
full value of baggage, but requiring the excess of $150 to be 
Stated to the carrier, who may make a reasonable charge for 
the assumption of excess liability, does not of itself limit the 
carrier’s liability to $150, where the value was not stated, a 
limitation by carrier’s rule, filed with its schedules as provided 
by section 28 of that law, is valid, and limits the carrier’s lia- 
bility without a voluntary assent of the shipper.—Levett vs. Dra- 
per, 185 New York Supp. 891. 

a Notice of Limitation of Liability Therein Con- 

ained: 

_ The filing by a transfer company of its schedules of rates 
Sives notice of the limitation of liability therein contained to 
$150 for each piece of baggage, unless a greater value is stated 
by the owner and an increased rate paid therefor.—Ibid. 
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Shipper Having General Knowledge of Limitation of Liability Is 

Put on Inquiry: 

An owner of a trunk, who admitted she had a general knowl- 
edge that transfer companies limited their liability for loss of 
trunks intrusted to them, is put on inquiry to ascertain the par- 
ticular limitatien of liability before delivering the trunk to such 
company, and cannot rely on the omission of the company to 
inquire the value of the trunk as a waiver of its limitation of 
liability.—Ibid. 

Agent of Carrier Cannot Waive Limitation of Liability: 

An agent of a transfer company ‘has no authority to waive 
the limitation of the company’s liability for loss of a trunk to 
$150, unless a greater value is stated, which limitation was im- 
posed by the company in its schedule of rates filed with the 
public service commission.—Ibid. 

Failure of Agent of Carrier to Ask Value Is Not “Waiver” of 

Limitation of Liability: 

“Waiver” is the voluntary relinquishment of a known right, 
though the expression is sometimes applied in cases where there 
is not such voluntary relinquishment, and where the decision 
is really based on estoppel; and, therefore, the failure of a 
transfer company to inquire as to the value of the trunk deliv- 
ered to it for transportation does not waive its limitation of 
liability, since it manifests no intention to relinquish such limi- 
tation.—Ibid. 

Carrier’s Claim of Lower Limitation of Liability Does Not Waive 

Statutory Limitations 

A statement on a receipt given by a transfer company for a 
trunk delivered to it for transportation that its liability for loss 
was limited to $100, unless a greater value was stated, does not 
waive the transfer company’s right to limit its liability to $150, 
as permitted by Public Service Commissions Law, 38.—Ibid. 
Posting of Notice of Filing of Schedules: 

Where a transfer company had posted notice of the filing 
of its schedules in two offices on the main floor of the railroad 
station where its business was transacted, it can rely on a limi- 
tation of liability in such schedules, under Public Service Com- 
missions Law, 28, requiring two notices to be exhibited in the 
office where the regular business was transacted, though the 
transfer company also had a movable desk on the mezzanine 
floor of the station, to which passengers first came in leaving 
the trains, at which desk no notice was posted.—Ibid, 


CARRIAGE OF LIVE STOCK 
eae Not Liable for Bad Condition of Live Stock Unless Neg- 
igent: 

(Kansas City Court of Appeals, Missouri.) A carrier is not 
liable for the bad condition of live stock at the end of a journey, 
unless it is the result of negligence, so the carrier is not liable 
for injury incidental to a long trip in cold weather.—Jordan vs. 
Chicago, B. & Q. R. Co., 226 S. W. Rept. 1023. 

In an action for damages for injury to shipment of horses, 
evidence held sufficient to carry to the jury the question of 
negligent delay.—Ibid. 

Interest Not Allowable in Action Sounded in Tort: 

Where an action for injuries to a shipment of horses sounded 
in tort and not in contract, and there was no conversion so as 
to bring the case within Rev. St. 1909, 5430, and nothing to bring 
it within section 7179 or any of the sections relating to interest, 
interest on the amount of damages awarded cannot be allowed 
from time the cause of action accrued.—Ibid. 

Where instructions erroneously allowed interest in an action 
against a carrier sounding in tort, the error cannot be cured 
by remittitur, where the jury first rendered a verdict of $360 
with interest, and on the court’s refusal to receive it brought 
in a verdict for $620, for those facts do not authorize an inter- 
pretation that the amount of last verdict included damages at 
$360 and interest thereon from the date of the accrual of cause 
of action.—Ibid. 

Notice of Initial Carrier of Injury to Shipment in the Hands of 

Connecting Carrier Unnecessary: 

Where a contract for an interstate shipment of live stock 
provided that the initial carrier should not be liable for loss or 
damage after delivery to connecting carrier, the initial carrier, 
which was liable under the interstate commerce act for injuries 
to the animals while in the hands of connecting carrier, is not 
entitled to notice thereof, the contract requiring notice of injury 
occurring on the line of the initial carrier to be given to it as 
a condition precedent to liability, and makng the same require- 
ment in case of injury to the shipment while in the hands of 
connecting carrier.—Ibid. 

Limitation of Actions: 

Where the original petition in action against a carrier relied 
solely on negligent delay of a shipment of horses, a new cause 
of action, based on negligent handling introduced in an amended 
petition filed nine years later, is barred by limitations.—Ibid. 

In an action for injury to a shipment of horses where a 
new cause of action based on negligent handling was barred by 
limitations and the answer set up such defense to the amended 
petition which might be construed as pleading negligent handling 
as well as delay, an instruction that if defendant received the 
shipment in good condition, it was bound to use reasonable 
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diligence to transport the shipment in a good condition, consid- 
ering the distance to be traveled, and that if defendant neg- 
ligently failed so to do it was liable, taken in connection with 
other instructions that the carrier was liable for failure to use 
reasonable diligence to transport and deliver the animals within 
a reasonable time and in good condition was erroneous, and 
necessitated reversal, for the instructions did not limit the jury 
to the question of negligent delay.—Ibid. 


TIME FOR FILING CLAIMS 


A. F, Cleveland, attorney for the C. & N. W., takes the posi- 
tion that the paragraph of the transportation act which provides 
for the elimination of the period of federal control in figuring 
the two-year limitation for the filing of claims is unconstitu- 
tional. “The transportation act cannot revive a cause of action 
already expired,” said Mr. Cleveland at the hearing on Docket 
No. 12128, Armour & Co. vs. C. & N. W. et al., held in Chicago, 
before Examiners Mackley and de Quevedo, March 8. 

The case involves reparation of $15.10 on one car of con- 
densed milk shipped from Denmark, Wis., to Bangor, Me., May 
21, 1917. Complaint was made June 24, 1921, for the purpose 
of testing the paragraph in the transportation act to which the 
carriers take exception. The position taken is that, since the 
two year limitation expired prior to the passage of that law, 
the cause for action cannot constitutionally be revived. 

The facts in the case, as brought out by Paul D. Blanchard, 
attorney for Armour and Co., and W. W. Manker, assistant traf- 
fic manager for that company, were admitted by Mr. Cleveland, 
who attempted no defense other than the alleged unconstitution- 
ality. The car was shipped at a commodity rate of 381% cents, 
which was 2% cents in excess of the then existing fifth class 
rate. The commodity rate has since been reduced to the fifth 
class level and therefore no provision for the future was asked. 

The clause referred to is paragraph (f) of section No. 207 
of the transportation act, 1920, and reads as follows: 

The period of federal control shall not be computed as part of 
the period of limitation in actions against carriers or in claims for 


reparation to the Commission for causes of action arising prior to 
federal control. 


FILING OF OVERCHARGE CLAIMS 


The Trafic World Washington Bureau 


No change has taken place this week in the status of over- 
charge claims. The Railroad Administration has stood pat on 
its interpretation of the law that section 206 (c) required the 
filing of such claims, as well as those demanding reparation, 
with the Commission. The Commission has said nothing on the 
subject, because there has been no reason for its doing any- 
thing further. 


The only development is the calling of attention to the fact 
that John F. Finerty, assistant general counsel, in a letter dated 
February 25, addressed to William L. Carney, Chicago, said that 
“the Director-General construes section :206 (a) of the trans- 
portation act as not applying to such overcharge claims as con- 
stitute a violation of section 6 of the interstate commerce act.” 

Paragraph “a” of section 206 provides that “actions at law 
* * * based on causes of action arising oui of * * * op- 
eration by the President of any railroad * * * of such char- 
acter as, prior to federal control, could have been brought against 
such carrier, may, after the termination of federal control, be 
brought against an agent designated by the President for such 
purposes, * * *. Such actions, suits or proceedings may, within 
the periods of limitation now prescribed by state or federal 
statutes, but not later than two years from the date of the pas- 
sage of this act, be brought in any court which, but for federal 
control, would have had jurisdiction of the cause of action had 
it arisen against such carrier.” 


Attention to that section was specifically requested of Mr. 
Finerty by.Mr. Carney. The letter hereinbefore quoted was in 
answer to Mr. Carney’s request. 

In effect, the letter was a notice to Carney and other men 
handling the overcharge claims of shippers that, notwithstand- 
ing the first paragraph of section 206, the Director-General was 
standing by his first ruling that section 206 (c) required the filing 
of overcharge claims with the Commission, which never has had 
and has not now, jurisdiction over overcharge claims, as such, 
or “straight overcharge” claims, as the same idea is more fre- 
quently expressed. 

The fact that that point had been pressed on the attention 
of Mr. Finerty was not generally known among those in the 
Commission who have had to do with overcharge claims and 
other things not directly embraced within the jurisdiction of 
the Commission. 

Inasmuch as the situation created by Mr. Finerty’s ruling 
can be changed by a new ruling of the Director-General, or by 
the passage of a bill extending the period for the filing of claims, 
not much attention has been paid to the law points involved in 
the matter. So far as known in Washington, Mr. Carney is 
the only one who has called attention to the first paragraph of 
section 206 as having a bearing on the subject. That section, 
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in substance, is a re-enactment, in the transportation law, of 
section 9 of the interstate commerce law, which gives a shipper 
the option of going to court or to the Interstate Commerce Com. 
mission, but requiring him to make his election of remedy and 
abide by it. 

In the matter of overcharge claims the Commission has 
never had any jurisdiction unless the complainant in his peti- 
tion alleged that the rate imposed upon him was unreasonable, 
without setting forth that it was in excess of the lawfully pub- 
lished rate. When a shipper elected to stand on an allegation 
that the charge was higher than the published rate, he had the 
right to sue at law, for recovery of the difference. 


As viewed by Mr. Carney, the first paragraph of section 206 
preserved to the shipper that right to sue on overcharge claims 
arising during federal control, without diminution of time. He 
also called attention, in his correspondence with the Railroad 
Administration, to the fact that section 8 of the interstate com- 
merce law provides for reasonable attorney’s fees for the ship- 
per compelled to resort to the law for recovery of an overcharge 
or for damage on account of an unreasonable, unjustly discrimi- 
natory or unduly prejudicial rate. 

It is known that, but for the fact that a reversal of the 
Finerty ruling is possible or that relief by legislation will come, 
test suits would be filed in the municipal court of Chicago by 
some of the big shippers. They may not bring the suits in view 
of the fact that the whole situation may be changed to their 
liking by one or the other methods hereinbefore set forth. 





ICE, SHELL LAKE TO CHICAGO 


Hearing in Docket No. 12062, Wilson & Co., Inc., vs. Director- 
General, was held before examiners Arthur R. Mackley and M. 
Garcia de Quevedo, at Chicago, March 7. Counsel for the com- 
plainants used only one witness, R. R. Hargis, assistant traffic 
manager for Wilson & Co., who detailed the causes for the com- 
plaint, which arose out of three emergency shipments of ice, 
totaling 67 cars, made from Shell Lake to Chicago, a short line 
distance of 398 miles, on March 17, 18 and 19. The complainants 
allege that they were compelled to pay a rate of 16% cents on 
this ice, whereas Boyd’s tariff I. C. C. A980, which went into 
effect on March 22, 1919, reduced this rate to 12% cents. The 
minimum weight assessed on these cars was 5,000 pounds less 
than the capacity of the car, subject to a minimum of 40,000. 


Mr. Hargis stated that the result of this minimum was to 
assess charges on average loadings of 68,772 pounds, whereas 
the actual weight of the cars at Spooner, five miles from the 
point of origin, was 63,948 pounds. He pointed out that the 
price of the ice, f. 0. b., was 70 cents per ton, which made the 
total cost of the shipments at point of origin $1,400. The trans- 
portation charges paid, he stated, amounted to $6,916.42, while 
those under the new rate would have amounted to $5,245.99. 
Reparation of $1,670.43 was therefore asked. 


The witness introduced exhibits showing that contemporan- 
eous rates from other towns in the same general territory were 
considerably lower. From Waconia, Minnesota, for instance, he 
said that they were 14 cents for a distance of 440 miles. He 
also said that when it became apparent that Wilson & Co. would 
require ice from the locality involved, application for an emeré- 
ency rate was immediately made. Authority to make this rate 
on one day’s notice, he said, was received at the publisher's 
office on March 15, and the rate could therefore have been made 
effective on the following day. Instead, he said, it was published 
on March 17, effective in five days. As a consequence the ice had 
already been shipped and no subsequent shipments were neces 
sary: 

In conducting the defense, Thomas M. Woodward, for the 
Director-General, took exception to Mr. Hargis’ statement that 
Wilson & Co. had borne the freight charges. Through C. B. 
Ackerman, of the division of claim liquidation, and F. H. Ham- 
mill, assistant general manager of the C. & N. W., he sought to 
prove that the high prices obtained by the packers for thelr 
products during this time were at least partially due to the 
efficient transportation facilities offered by the Director-General, 
and that, therefore, Wilson & Co. did not, in fact, bear the freight 
charges. Mr. Ackerman made the contention that it had never 
been the intention of the railroad administration to allow the 
12% cent rate to points on the Chicago Junction railroad, 10 
Chicago, but it subsequently developed that the shipments 1 
question moved to storehouses at Blue Island on the Grand 
Trunk. 

Mr. Hammill testified as to the difficulty of handling ice 
shipments, the damage wrought on equipment by them, and the 
frequent switching necessary to transport ice between the points 
mentioned in the complaint. Attorneys for both sides argued 
briefly, and waived further argument and brief, stating that 
they were willing to allow the case to rest on the briefs sub- 
mitted in cases of Swift, Armour and Cudahy (11467, 11540 and 
11642), which cover practically the same complaints, and 0 
which a joint tentative report. favorable to the complainant has 
been made. 
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Questions and Answers 


* 
4 
i 
In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
5 


Traffic Service tion, Colorado Building, Washington, D. C. 





Storage 


Michigan.—Question: Kindly advise whether or not there 
has been any change in conference rulings Nos. 405 and 473. 
Would storage on a shipment held by the railroad company be 
pased on the rates in effect at the time the shipment was origi- 
nally made or would the charges be based on rates effective 
during the period the shipment was held in storage? 

Answer: Conference rulings Nos. 405 and 473 have been 
rescinded by the Commission’s conference ruling of October 7, 
1919. This latter conference ruling holds that demurrage, track 
storage and off-track storage not in transit are controlled by the 
tariffs in effect contemporaneously with the accrual of this serv- 
ice and therefore subject to such changes as lawfully may be 
made in the applicable tariff during the period of accrual; that 
off-track storage in transit is controlled by the tariffs in effect 
upon the date of shipment. 


Liability of Carrier for Losses Ocurring After Delivery on Public 
Track 


Connecticut.—Question: Referring to your answer to the 
question under “Connecticut,” on page 142 of The Traffic World 
of January 15, it is noted in the question that the carrier con- 
tended that shortage occurred on the public delivery tracks after 
being turned over to the consignee. If such was the case is 
the railroad company liable and are there any decisions covering 
such a case? 

Answer: Where the carrier is not required or expected in 
the usual course of business to remove the freight from the cars, 
as in the case of grain in bulk, coal, lumber and the like, deliv- 
ery of the car in a safe and convenient position for unloading 
at the elevator, warehouse or other place designated by the 
contract or required in the usual course of business, or where 
no place of delivery is thus designated or required, on its side- 
track in the usual and customary place for unloading by con- 
signees, together with notice to the consignee, and a reasonable 
time allowed for the removal, in those jurisdictions where this 
is necessary, terminates the liability of the carrier as such, 
although it still continues liable as warehouseman. 


Informal Complaints 


Ohio.—Question: Shipment of cement from Wilkinsburg, 
Pa. to Cleveland shipped during the months of June and July 
via the Pennsylvania Company. The Pennsylvania Company at 
the time charged us 13%4c from Wilkinsburg to Cleveland, this 
station being practically intermediate to Universal and Besse- 
mer, the rates from these points is 9144c to Cleveland. At the 
time these shipments were made we were compelled to truck 
the material from Universal, Pa., to Wilkinsburg, due to the fact 
that the Pennsylvania was unable to furnish cars at Universal, 
this trucking was at our expense. The Pennsylvania was in 
position to furnish available cars at Wilkinsburg. 

Our contention is that, due to the fact that the rate from 
Cleveland to Wilkinsburg is 914c, that as cars were shipped 
from Wilkinsburg to Cleveland that the same rate should apply. 
The Interstate Commerce Commission advises us that they could 
hot handle same on an informal complaint. In order to have 
claim adjusted are we compelled to file a formal complaint on 
the shipment, this being an expense to us, due to the fact that 
we were compelled to pay 4%c per cwt. over the Universal rate 
and also additional charges in trucking from Universal, Pa., to 
Wilkinsburg. 

Answer: The adjustment of any matter on the informal 
docket of the Commission is dependent upon the voluntary action 
of the carrier or carriers concerned, and therefore the Com- 
mission cannot issue an order directing a carrier to adjust rates 
or practices, even though the Commission may be of the opinion 
that a complainant is entitled to relief. In the instant case 
the carrier has evidently declined to make any readjustment in 
ls rates and for this reason the Commission has advised you 
that the matter cannot be adjusted on its informal docket. There 


| '8, therefore, nothing for you to do but to file a formal complaint 


" you wish to prosecute the matter further, and this must be 
“one Within six months after the time you were advised by the 


foumission that the matter could not be handled on the informal 
et. 
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Demurrage—Bunching Under Average Agreement 


New York.—Question: On or about January 7 there arrived 
on steamer from overseas a lot of 2,000 tons of woodpulp for our 
account, loaded at Weehawken Pier, forwarded via West Shore 
to our plant located on D. & H. Co. This consignment con- 
sisted of some ninety-five cars. Ample time given to delivery 
carrier not to bunch cars at destination; nevertheless, same 
were bunched contrary to our wishes. We are under average 
agreement and cars were constructively placed two or three 
miles south of our plant at another station, carrier claiming 
insufficient room in yard at destination for placing all cars. 
Contents of cars also badly frozen, causing us additional ex- 
pense, although with additional help employed we managed to 
unload within specified time. Our contention is that we should 
not be required to pay this heavy demurrage for constructive 
placement of cars at another station in view of the above and 
that extra cost of labor, etc., should be charged to the railroad 
if such demurrage is insisted upon. 

Answer: The Commission has held in several cases that 
where a shipper has entered into an average agreement with 
a carrier that he cannot be exempted from the payment of de- 
murrage occasioned by the bunching of cars. See E. E. Delp 
Grain Co. vs. Director-General et al., 55 I. C. C, 175. 


Consignee’s Duty to Accept Delayed Shipment 


Canada.—Question: In the case of a shipment moving from 
Boston, Mass., to Toronto, Ont., goods not being received six 
weeks after date of shipment, claim was presented to originating 
road for value of same. Consignee is advised of the arrival of 
the goods three months after date of billing and in the mean- 
time the market value of same has declined 20 per cent. Does 
the consignee have to accept delivery of the shipmnt and cancel 
claim, or, if he accepts the goods, can he amend the claim to 
cover the depreciation in value, owing to the goods being de- 
layed in transit? 

Answer:The failure to deliver goods within a reasonable 
time by the carrier is only a breach of the contract of carriage 
and the carrier is liable only for the damage incurred by reason 
of the delay; the consignee cannot refuse to accept the goods 
on account of the unreasonable delay in the carriage and sue 
for a conversian. As long as the goods have a market value, it 
is the duty of the consignee to accept the same and sell at the 
best possible price and hold the carrier liable for the difference 
between the sale price and the value of the goods at destination 
at the time they should have arrived. 


Damages—Recovery of—From Adams Express Company 


Virginia.—Question: On February 12, 1918, we made ship- 
ment via Adams Express from A to B, which was lost in transit. 
Claim therefor was filed within the four months, but has never 
been paid. What, if any, redress have we? 

Answer: Your only redress is to file a suit against the 
Adams Express Company for the loss of the shipment in ques- 
tion. This is a matter over which the Commission has no juris- 
diction and any redress must be secured in a court of law. In 
this connection see the Commission’s discussion in its opinion 
in Docket 11365, In the Matter of the Application for Consolida- 
tion of Express Companies, 59 I. C. C. 459, as to the manner in 
which the Adams Express Company has handled the payment of 
claims. 

Storage 


lowa.—Question: We are experiencing trouble in making a 
proper settlement on a carload of flour which was consigned 
from Des Moines, Ia., to Rome, Ia., refused by the consignee, 
ordered to Burlington, Ia., by the freight claim agent of the 
c. B. & Q. Ry. for storage, under authority granted by the 
car service commission. We have since had the contents of the 
car reloaded and returned to ourselves. The point in question 
is the charging of combination of local rates on Rome, Ia., which 
we claim is incorrect, as the change in destination made by 
the carrier constituted a reconsignment. We want to make 
settlement on a basis of the through rate from Des Moines, Ia., 
to Burlington, Ia., and return, but we have never seen nor heard 
of a ruling which would allow carrier in such cases to charge 
combination of local rates. 

Answer: In our opinion the proper rate to apply is the 
Rome, Ia., combination, for the reason that the transportation 
of the shipment from Rome to Burlington and return was for 
the convenience of the carrier, and very probably because of 
the lack of storage space at Rome for the shipment in question. 


Duty of Carrier to Deliver at Destination Specified 


Ohio.—Question: We forwarded a less-carload shipment to 
the railroad station at this point, billing to Chesterland, O., 
and received a receipted bill of lading to cover. It develops 
that the shipment was forwarded to Chagrin Falls, where it 
remained on hand unclaimed, and was placed in public storage. 
We accordingly filed our claim for its value on account of the 
carrier issuing a bill of lading for a shipment consigned to a 
point which it was unable to reach, it being located on neither 
steam railroad nor electric line, the nearest railroad station 
being at Chagrin Falls. Please advise if the carrier is liable 
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for the value of this shipment, or the accrued charges, on ac- 
count of its acceptance, the transportation of which it was 
physically impossible to perform. 

Answer: It is the duty of the carrier to deliver the goods 
at the destination designated in the contract of shipment. A 
delivery at any other place, whether in close proximity to the 
place designated or not, will not relieve the carrier from its 
responsibility as such. 


(1) Interest on Overcharge Claims. (2) Interest on Loss and 
Damage Claims 


Ohio.—Question: Kindly advise the present status of car- 
rier’s liability to pay interest on money tied up in unpaid claims. 
Is it an accepted fact that they are liable for such interest on 
both overcharge and loss and damage claims? Does the time 
for computing interest commence with the date that claim is 
filed or does it commence with the date of payment of charges, 
in the case of overcharge claims, and in the case of loss and 
damage claims with the date of delivery, or after a suitable 
time for effecting delivery has elapsed? 

Will your answers to the above questions have exactly the 
same bearing on express company claims as they have on rail- 
road claims? If there is a difference, kindly go into detail as 
far as possible on the express claims. 

Answer: (1) Under the provisions of Conference Ruling No. 
489 of the Interstate Commerce Commission, interest on an 
overcharge accrues from the date of its collection by the carrier, 
whether arising from an error in rate, weight or classification. 
There is no distinction between claims against express com- 
panies and railroad companies. 

(2) Although there is some authority to the contrary, many 
cases have held that a plaintiff recovering judgment for loss of 
or injury to goods, is entitled to interest from the date of the 
loss, that is, from the time when the goods should have been 
delivered, or the date of the injury; other cases hold that the 
allowance of interest is within the discretion of the jury, and 
still others that no interest is allowable except by way of penalty 
for misconduct or fraud. The carriers, however, as a rule, will 
not pay interest on loss and damage claims except under a judg- 
ment of a court of competent jurisdiction. As is true in the 
case of interest on overcharge claims, there is no distinction be- 
tween an express company and a railroad company with respect 
to the payment of interest on loss and damage claims. 


Weighing of Freight 


Texas.—Question: Carload shipment from Detroit to Texas 
point, bill of lading indorsed weight agreement No. 30, and billed 
out at 14,000 pounds, weighed en route and waybill stamped 
showing net weight 12,000 pounds made by Western Weighing 
and Inspection Bureau, which weight should be considered the 
legal one on which to compute freight charges? Is there any 
legal ruling, or recognized ruling that governs? 


Answer: Section A of rule 10 of the National Code of Rules 
Governing the Weighing and Reweighing of Carload Freight, 
applying to weight agreements, provides that when shipper’s 
weights of property are accepted and applied by carriers under 
weight agreements, properly supervised, such weights should be 
designated in the prescribed manner on waybills, shipping tick- 
ets, bills of lading, or weight certificates and the property should 
not be reweighed except as provided in rule 5, which latter rule 
provides that cars may be reweighed when the lading has been 
transferred en route, where car has met with an accident, or 
where for other reasons there is evidence of loss in transit; 
also that carload freight may be reweighed en route or at des- 
tination for the information of the interested carriers and to 
test the accuracy of the previous weighings, or when request 
is made by consignor or consignee for reweighing of any car. 
Under the provisions of rule 8 of the weighing rules, where 
carload freight, the weight of which is not subject to change 
from its inherent nature, is checkweighed or reweighed en route, 
or at destination, no correction is to be made in the billed weight 
except as provided in sections B, C, D, E and F, thereof. 


Under section B of rule 8, if the difference in the original 
net weight obtained by reweighing does not exceed the tolerance 
of 1 per cent of the lading, with a minimum of 500 pounds or 
minimum of 1,000 pounds, depending upon the nature of the 
freight, the first weight is not to be changed. If the difference 
exceeds the tolerance it is provided that the car should be 
weighed the third time, if practicable. It does not appear that 
in the instant case there was a third weighing of the car, al- 
though the difference between the original net weight and the 
weight obtained by reweighing exceeded the tolerance. Section 
C of rule 8 provides that in deciding between weights obtained 
on track scales as to which is the more correct, all of the con- 
ditions under which the several weighings were done must be 
taken into consideration, including the class of scale, condition, 
how recently tested, the manner of weighing, whether the car 
was at rest or in motion, coupled or uncoupled, actual or sten- 
ciled tare used, the time of weighing, weather conditions, and 
the reliability of the weigher, giving precedence to that weight 
obtained under the best conditions. 
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In the instant case the proper weight to apply on this ship. 
ment will have to be determined in the manner last outlined, 


Furnishing Cars 


Michigan.—Question: A stock shipper places order for one 
double-deck car six days prior to loading, to load sheep and hogs 
to Buffalo, N. Y. Carrier places two single-decks on the stock 
yard track one day prior to loading, without notifying shipper 
that they were unable to furnish double-deck, and shipper was 
forced to load the two single-decks and was charged for two 
single-decks. The carrier’s tariffs do not allow the billing of 
two single-decks in lieu of a double-deck on interstate traffic. 
Has the shipper a good cause for complaint to the Commission 
for reparation? Can you cite similar cases? 

Answer: It is usual for the carriers to carry a clause in 
their live stock tariffs to the effect that, when for convenience 
of carriers, single-deck cars are furnished to shipper in lieu of 
double-deck cars ordered, carriers will protect on two single-deck 
cars actual weight, subject to minimum weight and rates ap. 
plicable on one double-deck car. We are of the opinion that 
the shipper has a just cause of complaint to the Commission 
for reparation, although we are not aware of‘any opinion of the 
Commission in a similar case. : 


Liability of Carrier for Loss or Damage to Shipment 


Illinois —Question: We received a shipment of three cases 
of eggs, twenty-six eggs being received in a broken condition. 
The amount of our claim is only $1.32, but it has been declined 
by the express company in view of the fact that the damage 
is less than five per cent of the total shipment. We have re. 
quested them to advise by what rule or contract they have made 
this statement, but have received no definite reply, and, as we 
ean find nothing in the conditions of the express receipt which 
limits their liability in case where damage is less than five per 
cent of the shipment, we are firmly convinced that their posi- 
tion is unwarranted. Can you give us reference to any deci- 
sion, by state or federal courts, that will assist us in this 
matter? The amount involved is too small to carry the matter 
further, but it is a question of principle, and we very much 
dislike having anything like this handed to us by the express 
company. 

Answer: We know of no decision which covers the point, 
but if a carrier is liable for damages it is liable for any and 
all damages proved, regardless of the amount involved. 
Interest on Overcharge Claims Filed Against Express Company. 

Pennsylvania.—Question: About two years ago we filed 
claim against the American Railway Express Company for a 
duplicate charge made on a prepaid shipment of ours, as we 
had to allow the consignees the amount they charged at destina- 
tion. Notwithstanding the fact that we gave their claim agent 
a certified copy of both the prepaid and destination receipts, yet 
this claim was neglected by them and our frequent correspond- 
ence on the claim failed to bring about a settlement until about 
two years had elapsed. 

On account of their neglect in the matter the writer had 
insisted that interest be added, but they sent their check just 
for the amount collected and did not include interest. We again 
wrote them demanding interest to date and their superintendent 
replied, declining to pay any interest on the claim. 

As all the railroads voluntarily include interest on their 
overcharge claims, is there any reason why the express company 
should not do likewise and do you know of any reason that 
would permit them declining payment of same? 

Answer: Under the provisions of Conference Ruling 489 
of the Interstate Commerce Commission, you are entitled to 
interest on an overcharge claim filed with an express company 
from the date of its collection. See Yakima County Horticultural 
Union vs. Northern Express Co., Unreported Opinion No. A-916. 


Refund of Tax on Goods Sold F. O. B. Point of Origin 


Ohio.—Question: The writer notes with interest your re 
ply on page 241 of your Traffic World, issue of February 12, to 
“Ohio,” in regard to the refund of excise tax by carriers 0D 
shipments lost by them. Your answer is very clear, but I should 
be pleased to have further explanation of an additional point. 

A shipment is made to a certain point, f. 0. b, point of origin, 
freight is paid by the shipper, but is included in the purchase 
price of the article and not added to the invoice. The excise 
tax, which amounts to $22.50, is paid to the government. The 
shipment, when it reaches destination, is accepted by the com 
signee, who immediately returns same, without removing from 
the freight house, charges collect. The original consignee t 
fuses payment of the invoice because goods were returned. | 

The shipment during the return movement is lost in It 
entirety. Should the carriers pay the claim for the invoice 
value of the material, plus the excise tax, or is it in order t0 
obtain refund of the tax from the government? The carrie! 
in this case takes the viewpoint that the sale was never Col 
summated, as consignee never paid for the material and claim 
was entered by the original shipper, stating that inasmuch 4s 
the sale was never completed and that the goods were beilé 
returned to the original shipper for resale and that no money 
was interchanged on the transaction, that the claimant 15 not 
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entitled to payment of the excise tax by the carrier, but should 
obtain refund from the government. 

Should also like a further explanation of the last paragraph 
of your reply to “Ohio” in regard to transportation companies 
not being authorized to refund taxes collected by them. Do 
we understand you to mean in this case that a shipment for- 
warded “collect,” lost in transit, claim placed by the consignees 
for the amount necessary to make them whole, which would mean, 
of course, invoice price, freight charges and war tax, provided 
they had been paid by consignee, and that in this case it would 
not be permissible for the carrier to pay the claim until the 
amount of tax had been excluded from the amount of claim? 

Answer: The ordinary effect of the purchase of goods 
f. o. b. point of origin is to pass title to the purchaser upon 
delivery of the goods to the carrier, even though the freight is 
paid by the seller. Therefore, if in the instant case, title passed 
to the purchaser, the tax must be paid to the government and 
must be recovered by you either from the purchaser or the 
carrier. 

Your understanding is correct with reference to the last 
paragraph of our answer to “Ohio.” 


Divisions of Joint Rates 


California.—Question: Will you be good enough to refer to 
interstate commerce act, section 15, page 438, and give your 
interpretation, especially that part which reads: “In so pre- 
scribing and determining the divisions of joint rates, fares and 
charges, the Commission shall give due consideration, among 
other things, to the efficiency with which the carriers concerned 
are operated. Do you understand this as a tax upon efficiency? 

Answer: Under the provisions of section 15 of the inter- 
state commerce act, the efficiency with which a particular car- 
rier is operated is one of the factors which Congress has said 
the Commission should give consideration to, in the determina- 
tion of the proportion which that carrier is entitled to in the 
division of a joint rate, and to that extent it is a tax upon effi- 
ciency. In the presentation of the New England division case, 
now before the Commission, this provision of the act was par- 
ticularly stressed by the trunk line carriers. 


Switching Charges, Absorption of 


Pennsylvania.—Question: We have manufacturing plants lo- 
cated at points “A” and “B” served by carriers “ABC” and 
“DEF” and our assembling plant is located at point “C,” also 
served by carrier “ABC” and by carrier which we will call 
“GHI.” Carrier “ABC,” serving all three plants, is giving very 
poor service between points ‘A,” “B” and “C,” which is not 
being improved by requests or complaints made by us. We 
have therefore started to route shipments from plants “A” and 
“B” to plant “C” by carriers “DEF” and “GHI,” not having 
direct connection with our siding at point “C,”’ but turning the 
cals over to carrier “ABC” at destination for placement on our 
siding, whereas carrier “ABC” serving point “C” has a side- 
track running into our plant. The change in routing costs us 
an additional switching charge, which carrier “GHI’ will not 
absorb for the reason that carrier “ABC,” having through serv- 
ice from points “A” and “B” to “C,” will not name carrier “GHI’ 
a switching rate low enough to leave sufficient compensation 
for the road haul. 

Can you suggest any way by which we can secure service 
over both routes at the same rate? If you know of any cases 
where a shipper has secured relief from a condition of this kind 
kindly give reference. 


Answer: In order to secure relief it will be necessary for 
you to file a formal complaint with the Interstate Commerce 
Commission asking that the Commission order carrier “ABC”’ 
to establish a switching rate which, while being compensatory, 
will be low enough to permit of the absorption of same by 
carriers “DEF” and “GHI.” See I. and S. Docket 225, Detroit 
Switching Charges, 28 I. C. C. 494, and I. and S, Docket 1011, 
Switching Absorption, 47 I. C. C. 583, for an expression of the 
views of the Commission with respect to matters of this kind. 


Contradiction Between Bill of Lading and Marks on Goods 


Ohio.—Question: In case an express shipment is marked 
for one consignee and the express receipt, which was signed 
by express company driver, made to another consignee and ship- 
ment delivered as marked (to wrong consignee), is the express 
company responsible and can they be made to pay a claim cov- 
ering value of shipment? 

Answer: While the Interstate Commerce Commission has 
held that the carrier is not liable for misrouting in forwarding 
a shipment to the-destination shown on the package, even 
though a different destination was shown on the bill of lading 
or express receipt (see Conference Ruling 433), it has been held 
that, in the case of a shipment of goods the point of delivery 
called for by the bill of lading must control, though different 
from the marks on the box of goods shipped, and must be taken 
to be the contract of the parties.. See Merchants’ Despatch, 
etc., vs. Moore, 88 Ill. 136, 30 Am. Rep. 531; King vs. Deland, 
ete., R. Co. 10 O. Dee. &. 
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Damage—Liability for if Negligent 


Ohio.—Question: Shipments properly packed in boxes or 
crates are forwarded via express and arrive at destination with 
a stem broken in the box or crate for which we file claim to 
cover. After they have completed their investigation, they ad- 
vise us as follows: “Shipment delivered in good order and 
signed for without exception; further, the nature of your ma- 
terial is such that damage will occur even with proper handling 
and we do not feel that we can assume responsibility. We 
respectfully decline your claim.” 

While our product is of a brittle nature, we take great care 
in packing of same and in our estimation shipment has got to 
receive some very rough handling in order to cause breakage, 
which has been proven by tests made at our plant with con- 
tainers packed for shipment. The express company has sent 
their inspectors to investigate the packing conditions at different 
times, and they agreed that we were taking all precautions 
possible in packing that they could see. We place on all con- 
tainers caution labels stating that contents are breakable and 
should be handled with care. In short, the express company 
will not assume any liability covering shipments by us. 

Answer: Where the owner of goods has unskillfully packed 
or loaded them, or has negligently performed his undertakings 
in respect to the carriage, the carrier will be exonerated from 
all liability for losses which result from such carelessness of 
the owner. 

So it has been held that where a package contains articles 
of a brittle nature, and the carrier is not informed of the fact 
or in any way cautioned as to the degree of care to be exercised 
by him on that account, he will not be held liable for any dam- 
age they may have suffered by breakage, provided he has han- 
dled them with ordinary care. American Exp. Co. vs. Perkins, 
42 Ill. 458. 

But in order that the carrier may be excused where the 
fault or mistake of the owner has been instrumental in causing 
the loss, he himself must not have been at fault. The unaided 
negligence of the owner, where it occasions the loss, will pre- 
clude him from the right to a recovery. But if the carrier 
himself has been guilty of some negligent act or omission with- 
out which, notwithstanding the fault of the owner, the loss would 
not have occurred, he will be liable. McCarthy vs. Railroad Co., 
14 So. Rep. 370 (Ala.). 

In an action against a carrier for damage to a shipment 
the claimant has the initial burden of showing that he delivered 
the goods to the carrier in good condition properly prepared 
for shipment. Under the common law a prima facie case for 
loss or damage to goods shipped is made by showing a delivery 
to the carrier in good condition and properly packed, and sub- 
sequent delivery after transportation in bad condition. It is 
not necessary, in an action against a carrier, unless it is a 
connecting carrier, to show that the goods were lost or damaged 
from any act of the carrier. 

With respect to the goods in question, while the carrier may 
refuse to make a voluntary settlement for damages, if a suit is 
brought against the carrier and you can prove that your goods 
are properly packed for shipment, we have no doubt that you 
can recover the value of the goods which have been damaged. 


Notice of Refused or Unclaimed Freight 


Oregon.—Question: Some time ago we made a shipment 
from A to C. This shipment was lost in transit. C is a station 
on a different line than A, so who would be liable for loss on 
this shipment when it was to be carried by two separate car- 
riers? The initial carrier accepted the shipment in question 
with the bill of lading marked destination C—via B, and the 
word “prepaid” marked off. 

The shipment in question was made May 20, 1920. We were 
notified by consignee, shipment not received about July 8. Im- 
mediately this matter was referred to the initial carrier, to have 
the shipment traced and not until August 13 was shipment 
located in freight shed of the carrier which was to deliver to 
destination. Have the carriers a right to decline payment on 
a claim when we were not notified until August 13 that shipment 
in question was refused, and as same being perishable the 
contents were of no value to us after lying in a freight shed 
from May 20 until August 13. 

The stand the carriers take is this: The initial carrier 
claims liability not theirs, as they show clear delivery to des- 
tination carrier, and the destination carrier claims they are not 
liable, as the shipment was not hauled by them, but only in their 
freight house, therefore receiving no revenue. 

Answer: Rule 2 of the Uniform Storage Rules provides 
that where shipments have been plainly marked with the con- 
signor’s name and address, preceded by the word “from,” notice 
shall immediately be sent or given consignor of the refusal of 
less-than-carload shipments and that unclaimed less-than-carload 
shipments will be treated as refused after 15 calendar days from 
expiration of free time. The courts have also held that, in 
addition to warehousing the goods, the carrier is ordinarily 
chargeable with the duty of notifying the consignor of the con- 
signee’s failure or refusal to accept the goods. It appears that, 
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in the instant case, no notice of arrival was given the consignee 
nor was the consignor advised of the non-delivery of the goods. 
We are therefore of the opinion that the value thereof can be 
recovered. 

Assuming that the two carriers in question are carriers sub- 
ject to the Cummins amendment, namely, section 20 of the act 
to regulate commerce, a suit for the loss of the shipment may 
be brought against the initial carrier, the initial carrier being 
liable for loss or damage occurring on the lines of its connec- 
tions as well as its own line, under the Cummins amendment. 
The shipper is not compelled to determine on which carrier’s 
line the loss or damage occurred. 

Damage—Deduction for Tolerance and Shrinkage in Coal 

Ilinois—In our answer to “California,” February 5, under 
the above caption we made the statement that in presenting 
claims for loss in weigfit the tolerance for shrinkage due to 
evaporation, in addition to the tolerance resulting from variation 
in scale weights, should be taken into account in arriving at the 
amount of damage for which the carrier is liable. Exception is 
taken to this statement by one of our correspondents, his view being 
that the question of either scale or moisture tolerance has nothing 
whatever to do with the question of loss ordamage. While we are 
not convinced that, where tariffs lawfully on file with the Inter- 
state Commerce Commission provide for deduction due to varia- 
tion in scales or weighing or due to evaporation, such differences 
in weights may not be considered in determining the amount of 
damage for which a carrier is liable, in the absence of court de- 
cisions, we must necessarily modify our answer to the extent of 
stating that the matter is in an unsettled state at present. 


CLARK ON RATE REDUCTIONS 


The Trafic World Washington Bureau 


Chairman Clark, of the Commission, in a letter replying to 
Senator Harris, of Georgia, who inquired as to the probability of 
a reduction in freight rates, said that under existing circum- 
stances it was difficult to find an argument in favor of reducing 
rates, except where it could be shown that the rates were stifling 
traffic. This was the second letter written by Chairman Clark to 
Senator Harris on the subject of rates, the first having been 
printed in The Traffic World, January 1, p. 29. The letter 
follows: 

“I wish it were possible for me to write you encouragingly 
in response to your letter of the 3d instant, but I do not see that 
I can add to what I said in my letter to you of December 22, on 
the same subject, to-wit, the probability of reductions in freight 
rates. 

“The situation is not so good now as it was in December. 
There has been quite a substantial falling off in general traffic. 
The average operating ratio of the railroads of the United States 
is something over 90. That means that for every dollar that the 
railroads earn they pay out in operating expenses more than 90 
cents. Due to the narrow margin between revenue and operat- 
ing expenses a great many roads are not earning their operating 
expenses and fixed charges and a good many are not even earn- 
ing their operating expenses. Under these circumstances it is 
difficult to find an argument in favor of reducing rates unless in 
instances in which it can be shown that the rates are stifling 
the traffic and that lower rates which would still be compen- 
satory would effect a movement from which there would be 
some return. 

“IT have just been going over some figures of the shipments 
of fruits and vegetables from Florida for the season 1920-1921 
as compared with the season 1919-1920. These figures show that 
from November 1, 1919, to February 28, 1920, both dates inclu- 
sive, the number of carloads of fruits and vegetables shipped 
from Florida by rail was 26,886 as compared with 28,420 car- 
loads during the same period in the season of 1920-1921.” 


PROTESTS AGAINST HIGH RATES 


The Trafic World Washington Bureau 


Senator Fletcher, of Florida, submitted to the Senate, March 
8, three letters from Alabama and Florida protesting against 
what the senator said were “excessive freight rates.” They were 
referred to the Senate committee on interstate commerce. 

In one of the letters, R. W. Storrs, of De Funiak Springs, 
Fla., complained of freight rates and railroad wages as follows: 


May I express the hope that one of the first acts of the special 
session of Congress will be an amendment of the present law that 
enables the wage labor board to hold up the present outrageous 
wage seale for railroad employees. In my opinion, nothing is doing 
more to keep up war conditions than this. , 

Yor instance, a depot porter here works in the forenoon for a 
transfer company and goes on duty in the afternoon for the railroad 
company. The other porter cleans the spittoons and sweeps the wait- 
ing rooms in the morning, and the whole duty of the afternoon man 
is to carry one mail to the post office and back, possibly an hour’s 
work. For this, under the present system, he draws $87.50 per 
month; and fifth-class freight from Chicago is about $1.50 per 100 
pounds. Freight on nails from Mobile is 89 cents per keg. The 
farmer is having to accept 50 per cent of war prices for what he 


has to sell and, because manufacturing wage scales are kept up by 
the railroad scale, has to pay 90 per cent of war prices for what he 
has to buy. It looks to me as if it were time for a change. 
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C. W. Zaring, president of C. W. Zaring & Co., Jacksonville, 
Fla., wrote as follows: 


We have had some correspondence with you regarding freight 
rates. We realize how difficult it is to do anything with them, but 
conditions are going to be bad with us until we can get the last ad- 
vance in railroad wages, freight rates, and passenger rates cut off. 
The travel to Florida is light, and it is attributed very largely to 
the higher cost of traveling at the present time. One of our Jackson- 
ville hotels advises us that their room rent is about $7,500 per month 
less at present than it was at the same time last year. We see some 
accounts of freight traffic being about 33% per cent less than it was 
last October. All the roads have idle cars. This may not be caused 
entirely by the high freight rates, but that is, I think, largely the 
ease, for people can not afford to transport goods from one place to 
another at these high freight rates and stand the chance of losing 
money on the shipments. ‘ 

These high rates enter into the cost of goods unless the merchants 
stand an absolute loss. We want to give you a few instances of these 
high freight rates compared with the value of the goods: 

Car of potatoes shipped us from Houlton, Me., invoiced at $1,095, 
delivered Jacksonville: Shippers allowed for insurance, heating 
Seen e freight and war tax $431.61, leaving net amount of invoice 

, . . 

Car of onions from Chicago, invoiced at $490, delivered Jackson- 
ville. Shippers allowed freight and war tax, $211.97, leaving net 
amount of invoice $278.03. , 

Car of alfalfa meal shipped us from Lamar, Colo., invoiced at $675, 
delivered Jacksonville. Deduction was made for freight and war tax 
of $330, leaving net amount of invoice $345. Now, these same goods 
can be bought to-day at $560 delivered Jacksonville, and, of course, 
the freight and war tax would be unchanged, $330, leaving net amount 
of invoice $230. You can see that at the present time the freight and 
war tax would amount to $100 more per car than the actual value of 
the goods. 

Coming to our own State the freight and refrigeration from San- 
ford to New York on cabbage is $1.01 per crate, while the New York 
market is about $1.25 to $1.75 per crate. The freight and refrigeration 
on lettuce from Sanford to New York is $1.01 per crate without the 
war tax, and the market on lettuce in New York is $1 to $1.25 per 
crate. The freight on oranges from Lakeland to New York, without 
refrigeration, is $1.05 per box; the market in New York is about $2.25 
per box. You will therefore see that we are getting back practically 
nething for our Florida perishable crops after allowing for the expense 
of gathering, packing, and shipping. Nearly all of our crop is going 
in freight. 

A man who is supposed to be very close to the labor element tells 
the writer that the unions would not object to the lowering of wages 
if freight rates were also lowered, but he claims that the unions are 
fighting the lowering of wages because the railroads did not propose 
to lower freight and passenger rates. If the freights were lowered, it 
would bring down the cost of goods and reduce the cost of living to 
that extent, and if it did not do this it would help the farmer to 
realize the cost of production, which he is unable to do at present. We 
do not believe that things can get anything like normal until the last 
advance in railroad wages and freight and passenger rates is cut off, 
nor do we believe that the people will be content until this is done. 
Other lines of business are finding it very difficult to adjust wages 
and salaries with the railroad people paying what they are at 
present. Certainly no one is content with the present high freight 
and passenger rates. 


R. C. Houser, of the Houser Auction & Sales Co., Mont- 
gomery, Ala., wrote as follows: 


The writer noticed where you were trying to get some relief for 
the growers of Florida fruits and vegetables. The undersigned is in 
business in the city of Montgomery, Ala., selling fruits, vegetables, 
and, in fact, everything that is grown on the farm. 

Mr. R. . Ray, of Palmetto, Fla., made a shipment of cabbage. 
The freight on the cabbage crates was $1.07 each. The crates aver- 
aged 50 pounds, tare 8 pounds, leaving 42 pounds net. By retailing 
some of these cabbage and wholesaling some of the other, we were 
able to net Mr. Ray 80 cents per crate, express $1.07, and we only 
received 20 cents or $2, for handling these cabbage, all of which was 
caused by the almost prohibitive express rate from Palmetto, Fla. 
From Mobile, Ala., there was shipped in the same grade of cabbage 
by freight. 

The Alabama Storage & Ice Co., offered this firm these cabbage 
at $2.25 per crate of 115 pounds, which is a little less than the freight 
or express would have been from Florida. There was shipped one car 
of oranges to us in bulk. The freight on same was $306. As a general 
run, the oranges we receive in bulk the freight is from $230 to $260, so 
you can see for yourself that the railroad and the express company 
are getting the biggest part of the money that is paid for oranges and 
cabbages in this city. If some relief is not given, the grower in 
Florida will only have the points within his own State to ship to, and, 
in fact, this will be the same for all States. 

Anything that the undersigned can do to help lower these rates 
will only be too glad to help you. 


RATE REDUCTIONS IN MICHIGAN 


The Transportation Club of Flint, Michigan, has adopted 
resolutions declaring that, whereas “the betterment of transpor- 
tation services requiring purchase of needed-equipment and 
additional facilities is an important necessity in speeding eco- 
nomic readjustments; and whereas, the present schedule of 
rates as prescribed in Ex Parte 74 is not producing for the rail- 
roads the financial returns contemplated by the act of 1920, thus 
proving that high rates are of no value unless traffic moves under 
them; and whereas, the railroads in southern Michigan, by rea- 
son of excessive rates on sand, gravel, and other road-building 
material, are depriving themselves of millions of dollars in reve- 
nue and the respective communities of very badly needed im- 
proved highways; be it resolved that the Michigan railroads be 
urged to give serious consideration to voluntary rate reductions 
on these commodities in line with the thoughts recently ex- 
pressed by the Interstate Commerce Commission.” 





PAYMENT FOR LOCOMOTIVES 
The Norfolk & Portsmouth Belt Line has applied to the 
Commission for authority to give notes aggregating $63,900 to 
the Baldwin Locomotive Works as part payment for two 10co- 
motives. 
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Personal Notes 





S. R. Hosmer, the new president of the Traffic and Trans- 
portation Association of Pittsburgh, is one of the younger mem- 
bers of the organization, 
but he has been long in 
the traffic business. He 
is connected with the 
Jones and Laughlin Steel 
Company. He entered the 
railroad game March 15, 
1906, in the Pittsburgh 
District office of the Union 
Pacific Railroad Company, 
which at that time was 
under the supervision of 
G. G. Herring, general 
agent. He left the service 
of that line February 1, 
1907, to take a _ position 
with the Lake Shore and 
Michigan Southern Rail- 
road, and held the posi- 
tions of general office 
clerk, trace clerk, tonnage 
clerk, and rate clerk, until 
August 1, 1915, when he 
became assistant rate 
clerk in the traffic depart- 
ment of the Jones and 
Laughlin Steel Company, 
with F. A. Ogiden, general 
freight agent. In a short 
time he was advanced to 
rate clerk and later to assistant to the chief clerk in the export 
division of the traffic department. September 1, 1920, Mr. Ogden 
made Mr. Hosmer the recipient of a promotion, advancing and 
transferring him to the Pittsburgh warehouse of the concern in 
the capacity of traffic representative, which position he now 
holds. He has been actively connected with the Traffic and 
Transportation Association of Pittsburgh since its organization. 
He held the office of recording secretary for three years, was 
chairman of the by-laws committee, chairman of the membership 
committee, chairman of the publicity committee, and was elected 
to serve as vice-president for the year just past. 








C. C. Gray has been appointed commercial freight agent 
for the Western Maryland at Minneapolis, vice J. E. Hutchinson, 
transferred to Cleveland. 

T. P. Wade has been appointed division freight agent for 
the Central of Georgia at Columbus, Ga. 

Charles J. Sprague, for the last six years freight claim 
investigator for the New York Central at Buffalo, has become 
ey manager for O. H. Willson, wholesale produce, Lockport, 
N. Y. 

G. W. Ripley has been appointed freight representative for 
- ——— & Miners Transportation Company at Phila- 
elphia. 

The Chesapeake & Ohio has announced the appointment of 
Arthur F. Long as commercial agent at Minneapolis, vice F. J. 
Vanderblue, who has been promoted. 

D. R. Peck has been appointed general agent for the Kansas, 
Oklahoma & Gulf Railroad at Chicago. 

T. E. Harris has been appointed traffic manager for the 
Gulf & Ship Island Railroad at Gulfport, Miss. 

Through an error in telegraph transmission the name of 
H. R. Park, traffic manager of the Chicago Live Stock Exchange, 
was incorrectly given in a Washington dispatch in the March 
) issue of The Traffic World as George Parks. 

Oscar A. Constans, traffic manager of the northwest region 
for the Baltimore & Ohio, died March 8 at his home in Chicago. 
Mr. Constans was 59 years old and had been in the service of 
the B. & O. since 1883. 

Edmund D. Brigham, assistant freight traffic manager for 
the Chicago & Northwestern, died suddenly March 5. He en- 
tered the service of the Northwestern 48 years ago and had 
been in Chicago for the last 39 years. 


DOINGS OF THE TRAFFIC CLUBS 


The topic for discussion at the monthly meeting of the York 
Traffic Club, held in the club rooms, March 10, was “The Duties 
of the Industrial Traffic Man.” 





The Transportation Club of Tulsa held its regular meeting 
and dinner at the Hotel Tulsa, March 7. Mr. Hollingsworth, 
president of the American Association of Engineers, spoke on 
the proposed Tulsa Union Depot which his organization is fos- 
tering. J. N. Scott, of the Bureau of Explosives, spoke on the 
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work of that bureau as pertaining to petroleum products in tank 
cars. W. M. Porteus, with the Canadian Pacific at St. Louis, 
entertained with several songs. 





At the monthly meeting of the Industrial Traffic Club of the 
Niagara Frontier, in Buffalo, March 4, the express committee 
announced that the $25 penalty for the retention of express 
equipment beyond 48 hours had been suspended. It was also 
announced that a committee of club members had filed a com- 
plaint with the Commission attacking the rates on bituminous 
coal from Pittsburgh to Buffalo and a request was made to have 
all interested individuals intervene in the case. 





Samuel M. Vauclain, president of the Baldwin Locomotive 
Works, is to be the principal speaker at the inaugural meeting 
of the Traffic Club of Philadelphia, at the Bellevue-Stratford, 
March 14. The new officers will be installed at this meeting, at 
which Karl Bloomingdale, president of the Poor Richard Club, 
will also speak. 





The speaker selected for the luncheon of the Traffic Club 
of Chicago, March 17, is P. S. Eustis, passenger traffic manager 
. the C. B. & Q. Mr. Eustis’ topic will be “Why Is a Pullman 

ar?” 





The Traffic Club of Chicago, at its “Get-Together” traffic dis- 
cussion March 24, will consider weighing’ and weighing charges. 


The Pittsburgh unit of the Traffic Group of the National Re 
tail Dry Goods Association at its meeting March 8 was addressed 
by R. E. Cook, assistant general freight agent, Pennsylvania 
R. R., who talked on the closer co-operation between shippers 
and carriers. The freight committee reported package car serv- 
ice was arranged between Grand Rapids, Chicago, Indianapolis, 
Toledo, Cleveland, St. Louis, Louisville, Cincinnati, Columbus, 
Philadelphia and Baltimore, offering second and third morning 
delivery. It also has under advisement the routing of less car- 
load business from points beyond Chicago in package cars to 
Chicago and arrangements for transfer to connecting lines for 
Pittsburgh. W. C. Schofield, chairman of the freight committee, 
impressed on members the necessity of advising of any delayed 
shipments in order that the same could be taken up with the 
carriers. The committee on claims and tracers reported that the 
claims had been taken up with the carriers, thereby securing 
adjustment of the majority of the outstanding claims, and that 
the carriers, including the express company, were ready to make 
prompt adjustments of claims but insisted that they be presented 
in the proper manner with all facts. The express committee 
made a report in regard to the handling of New York to Pitts- 
burgh business. 


NEW ENGLAND R. R. SITUATION 


The executive committee of the New England Traffic League, 
R. L. French, chairman, has, under date of March 2, presented 
the following statement on the New England railroad situation 
to the directors of the New England railroads: 


Under the authority conferred by the New England Traffic League, 
the Executive Committee of the League, in executive session, has 
considered the proposals of the New England carriers placed before 
the governors of the New England States on February 26, and notes 
with alarm that the only remedy proposed is that the shippers and 
receivers shall pay increased rates. 

The Transportation Act provides a means of getting before the 
Labor Board any matters relating to wages or working conditions 
which the carriers believe to be harmful to their or the public interest. 
The public has no means of taking action before the Labor Board 
with respect to such matters, nor has it any standing with the rail- 
road labor organizations, with which it has no direct dealing; it is 
wholly dependent on the carriers, who can, by failure to proceed with 
the question of labor costs, place the shippers in the position of at- 
tempting to steer between the scylla of high tariff charges and the 
charybdis of inefficient operation of the carriers. 

Since September 1, 1920, the carriers have been aware that wages 
paid to several classes of employes have been entirely out of line 
with wages paid by other industries for the same class of work. In- 
stead of proceeding in an orderly way to bring this question before 
the Labor Board, they have attempted a short cut through a cam- 
paign of publicity, and have utterly failed to accomplish any result 
commensurate with the efforts expended. Valuable time has been lost 
by this procedure, for the carriers today are substantially where they 
were on September 1, 1920. 

The carriers in New England have claimed that the conditions here 
are substantially different from those in some sections of the country, 
but instead of attempting the formation of adjustment boards either 
individually or in New England as a whole they have followed the lead 
of others in trying to set aside the present agreements without con- 
ference with their men as provided by law. ’ 

The New England Traffic League is unwilling to approve an in- 
crease in rates in view of this most inexcusable failure, and feels that 
it is time the directors of these roads take action that will not only 
make unnecessary a further increase, but which may give some 
assurance that charges that are now so high as to divert business 
from the roads may be so adjusted as to increase the amount of 
traffic handled by these iines. 

The League further recommends that the directors make a care- 
ful survey of operating conditions on their respective lines with a 
view to improving these conditions wherever possible, for it must be 
clear to all who are willing to see that conditions cannot continue as 
at present, and that unless there is a co-ordination of effort among 
the various operating departments, with a consequent reduction in 
costs, only one result can be expected. , : ; 

During the war, the shippers made every possible sacrifice to 
help the New England roads, and the League is of the opinion that 
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these efforts on the part of the public are not only not appreciated, 
but are misconstrued into meaning that the executives can tax them 
to the limit without fear of opposition. The motive which prompted 
these carriers to appeal first to the chief executives of the New Eng- 
land States instead of to the shippers, with whom the carriers had 
a solemn agreement first to take up any further advances, cannot 
be approved, but is most heartily condemned. If the time has arrived 
when no confidence can be placed in the word of a railroad executive, 
the sooner the shipper understands this the better it will be; for if 
those in charge of these properties cannot command the respect of 
their patrons, the directors can do no better service to their stock- 
holders than to replace those in control by men who will have some 
respect for an agreement. In none of these proposals have the car- 
riers indicated any intention of cleaning house, but apparently pro- 
pose to continue the present inefficient methods of operation which 
shippers generally believe to exist, particularly on the New Haven 
Road, and possibly on other lines. 

The League desires to be frank with you, for it is most anxious 
to see the New England roads successfully and profitably operated. 
Its members are not unwilling to pay all that can be reasonably ex- 
pected for good service, but they are not willing to be placed at any 
greater disadvantage in competing with manufacturers in other sec- 
tions, until it can be definitely demonstrated that the New England 
roads are honestly and efliciently operated, and that no other possible 
means of salvation can be found except that of advancing rates. 

It is clear to the business interests of New England that if the 
increasing of rates is carried much further the carriers will, like 
Sampson, ruin themselves by pulling down the industrial structure 
upon which they are solely dependent and upon which the prosperity 
of New England depends. 

If any tariffs covering the increased rates mentioned at the con- 
ference with the New England governors are filed, the League will 
oppose them to the best of its ability, and will petition the Interstate 
Commerce Commission to make a full investigation of the operation 
of the New England carriers proposing the advance. 

The New England Traffic League places its views before you in 
the hope that you will take some action that will result in a more 
efficient and economical operation of the New England railroads and 
the rehabilitation of the confidence of the shippers, which has been 
seriously shaken by the action of the railroad executives. 


AMENDMENT TO POMERENE LAW 


The Trafic World Washington Bureau 


An effort is to be made at the coming session of Congress, 
which will probably be called by President Harding to meet 
early in April, to amend the Pomerene bill of lading law so 
as to get rid of the provisions forced into it by the insistence 
of W. C. Adamson, who was chairman on the House committee 
on interstate and foreign commerce at the time the Pomerene 
bill was passed in August, 1916. 

This move is being made by the committee on commerce, 
trade and commercial law of the American Bar Association, of 
which the members are Francis N. James, Washington; W. H. 
H. Piatt, Kansas City; Joseph F. O’Connell, Boston; A. V. Can- 
non, Cleveland, and Charles R. Brock, Denver. That committee 
will hold a hearing at the rooms of the Merchants’ Association 
in New York May 2. ‘This committee held hearings on the same 
subject at the same place in April, 1920. At that meeting a 
proposed draft of amendments to the bill was subjected to sug- 
gestions and criticisms uttered by shippers, carriers and attor- 
neys interested in commercial law. The draft of the measure 
to be considered at the meeting May 2 is the outcome of sug- 
gestions made in April, 1920. 

It was one of the primary purposes of the Pomerene law 
‘o draw a sharp and clear commercial distinction between a 
“straight” bill of lading and an “order” bill.. The House added 
an amendment to section 3 of the original bill as it passed 
the Senate, so that an order bill could be turned, in effect, into 
a straight bill by an indorsement on its face. The committee 
that is handling the matter is of the opinion that a person, in 
the beginning, knows whether he wishes a straight or an order 
bill of lading and that when he wants a straight bill he should 
ask for it and not ask for an order bill, which, by means of an 
indorsement on its face, might be changed into something for 
the deception of the public. It is proposed to amend section 3 
ot the law so as to restore it as it originally passed the Senate. 

The old practice of the carriers was to have only one form 
of bill and to turn a straight bill into an order was accom- 
plished by writing into the bill before the name of the consignee 
the words “order of.” This, the committee has concluded, led 
to great abuses, fraud and injury to the public. The Pomerene 
bill, as originally introduced in 1912, required the words “order 
of” to be printed in the form of the bill of lading. 

In view of a suggestion made that the Interstate Commerce 
Commission has power, under the act of June 18, 1910, to pre- 
scribe the issue, form and substance of bills of lading, this 
requirement in the original draft of the Pomerene law was 
omitted in the bill of 1916. In its decision in the bill of lading 
case, June 27, 1908, the Commission recommended two forms 
of bills of lading, one for the straight, and another for the 
order. ; 

According to a statement issued by the bar association com- 
mittee, which is to hold a meeting, notwithstanding the general 
belief in the legal and commercial world that the Commission 
would adhere to the decision of 1908, it prescribed but a single 
form of bill of lading in a supplemental decision of. April 14, 
1919, 


“This action of the Commission came as a great surprise 
and caused very general criticism,” says a statement by the 
committee. 


Vol. XXVII, No. 11 


The Commission now has under consideration the same 
subject and is expected, in the near future, to issue further 
supplemental reports. One of the principal and admitted ob. 
jects of the proposed revision of the third section of the Pom. 
erene law is to prevent the Commission from falling into what 
the committee calls “the same blunder” of prescribing but one 
form of bill of lading, and to make it certain that that body will 
be required to prescribe two forms and to require it to direct 
that the words “or order” be printed on the form. 

The bill also recasts and rearranges those parts of the bill 
of lading law having to do with the notation of shipper’s load 
and count, the object being to make certain that by no method 
will the words ‘“‘shipper’s load and count” or anything purport- 
ing to convey the same idea, be placed on an order bill of lading 
covering a shipment which the carrier has had reasonable op- 
portunity to check. 


SAND, MUSCATINE TO CHICAGO 


The establishing of a $1 a ton commodity rate on river sand 
from Muscatine, Ia., to Hawthorne, in the Chicago switching 
district, on the C. B. & Q., and the awarding of reparation on 
shipments totaling 43 cars made in 1919 and 1920, on which a 
$2.20 rate was paid, were asked for, in Docket No. 12125, Amer- 
ican Magnesia Products Company vs. Muscatine, Burlington & 
Southern et al., hearing on which was held before Examiners 
Mackley and de Quevedo in Chicago March 11. 

The rate paid, as testified to by A. T. McDonough, traffic 
manager for the complaining company, and R. F. Shannon, an- 
other employe of the company, was the full class E rate. Had 
the shipments moved via the Rock Island, it was stated, they 
would have moved on a commodity basis equal to that asked. 
Mr. Shannon explained that the shipments were routed over 
the road carrying the highest rate because the service rendered 
thereon was superior to that of the C. B. & Q. Although the 
first part of the route selected was over the Muscatine, Burling- 
ton & Southern, a road which was not involved in hauls over 
the Rock Island, as that road entered Muscatine direct, the de- 
lay incident to the switching of cars over the Chicago Belt Line 
to the Chicago & Illinois Western, on which the complaining 
company’s plant is located, more than offsets this advantage, 
he said. The Burlington connects directly with the C. & I. W. 
and so rendered an alleged superior service. 

Henry Christiansen, of the traffic department, C. B. & Q, 
was placed on the stand by the defendants and testified as to 
the reasonableness of the sand rates. He introduced an exhibit 
purporting to show that the rates on the C. B. & Q. on sand 
from other points on the west bank of the Mississippi were 
considerably higher than the rates in question, but did not show 
rates on other lines from the same points. 


A letter from the general superintendent of the Muscatine, 
Burlington & Southern was introduced which was written in 
answer to an inquiry as to why the shipper should have chosen 
the route involved instead of the more direct haul, the Burling: 
ton distance being 253 miles, while the Rock Island haul would 
have been only 222. The letter said that restrictions were in 
force on the Rock Island at the time the shipments moved 
which made it difficult to obtain the gondola cars necessary to 
move sand. Mr. Christiansen also said that a revision of the 
sand rates from Muscatine to Chicago on the C. B. & Q. would 
necessitate a general revision of the same rates between inter- 
mediate points. 


ILLINOIS CENTRAL EQUIPMENT 


Execution of an equipment trust agreement under which the 
Illinois Central will assume the obligation of paying the prin- 
cipal and interest of an issue of $3,564,000 of 6% per cent equip- 
ment trust certificates has been approved by the Commission. 
The agreement will be made with Harry E. Righter and Andrew 
S. Hannum, vendors of 50 two-ten-two type freight locomotives 
and 25 eight-wheel switching locomotives to be acquired by the 
Illinois Central at a total estimated cost of $5,941,250, and the 
Commercial Trust Company, trustee. Kuhn, Loeb & Co. of New 
York have subscribed for the entire issue of the certificates at 
96.54 per cent of par. The Illinois Central will pay to the equip- 
ment vendors a sum equal to the discount on the certificates. 
The order of the Commission provides that the total cost to the 
company of the sale or disposition of the certificates shall not 
exceed 7 per cent per annum on the principal amount thereof. 





W. MD. LOAN 


The Western Maryland Railway Company has been author- 
ized by the Commission to issue $1,500,000 of equipment gold 
notes, preferred series, and $1,500,000 of equipment gold notes, 
junior series, the latter to be pledged with the government for 
a loan of $1,500,000 from the government revolving fund. The 
preferred series will bear interest at the rate of 7 per cent and 
the others will bear 6 per cent interest. All of the notes are t0 
be issued under an equipment trust agreement covering the pur- 
chase of 40 locomotives now under construction. 
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A Department for the Discussion, by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


— 


MORE INCREASES IN CHARGES 


Editor The Traffic World: 

With industry of the country seriously curbed on account of 
the enormous cost of transportation it would appear that rail- 
road executives might be alive to the situation and, as recently 
voiced by the executive of one of the Southern lines, put forth 
earnest efforts looking to reasonable reductions in rates hence- 
forth, as a stimulus to industry greatly needed at the present 
time; but, instead, increases in one form or another keep com- 
ing to the surface. The public has repeatedly been assured by 
the tariff agencies that no attempt is being made to increase 
present rates, but instead, to correct many errors and discrimina- 
tions existing as a result of blanket increases the past two years; 
however, recent suspensions by the I. C. C., of publications carry- 
ing substantial increases in rates, is rather indicative of the 
contrary. 

It is quite evident that another form of increase has come 
to light through the medium of new steel box cars being put in- 
to service that have been constructed to measure 40 feet seven 
inches inside. Many commodities are subject to Rule 34 of the 
classification and under this rule the minima for cars of different 
lengths are computed on lengths varying from 36 feet, 6 inches 
to 50 feet 6 inches. Thus the minimum weight of a car 40 feet 
6 inches loaded with a commodity taking 30,000 pounds minimum 
per standard car of 36 feet 6 inches, being 33,600 pounds, that 
minimum is increased to 35,100 pounds when a new 40 foot seven 
inch car is loaded, cr an increased weight of 1,500 pounds by 
reason of the additional one inch to these cars. 

This increase in minimum weight, which is likewise an in- 
crease in the rate, is an unnecessary aGditional burden on trans- 
portation cost and we believe your readers will concur in the sug- 
gestion that Rule 34 of the classification must be amended and 
so reconstructed as to absorb the odd one inch over the 6 inches 
in the table of car lengths. 





Dahlstrom Metallic Door Co., 
O. M. Odell, Traffic Manazer, 
Jamestown, N. Y., March 9, 1921. 


FILING OF OVERCHARGE CLAIMS 


Editor The Traffic World: 

Referring to the Director-General’s refusal to pay overcharge 
claims that were not filed with the Commission prior to March 
1, 1921, it appears to us that the Director-General is wrong. We 
have searched the interstate commerce act and the transporta- 
tion act thoroughly, and if the following reasons do not sus- 
tain our views then we believe those who have overcharge claims 
against the Railroad Administration that were not properly filed 
before March 1 had just as well forget about them. Even if the 
overcharge claims are not barred before March 1, 1922, the time 
is short, and if we are going to come to any conclusion we should 
do so at once. In order to bring the matter to a head as early 
as possible we put forth the following opinion so those who care 
to may check it up. 

First, when a shipper signs a bill of lading he makes a con- 
tract with the railroad company to carry his goods at the exist- 
ing tariff rate in effect on date of shipment, and if the rate has 
been properly filed and is not in violation of the interstate com- 
merce act it is enforceable by an action at law. It is only when 
a contract between a shipper and carrier for transportation of 
property at a certain rate is in violation of the interstate com- 
merce act that it is not enforceable by an action at law. 

_ Second, it is the intent of paragraph 7 of section 6 of the 
Interstate commerce act to prevent special favors to certain ship- 
pers, and to prevent the enforcing of unlawful contracts between 
shippers and carriers, providing for charges or fares less or 
greater than the tariff rates. Under section 9 of the interstate 
commerce act any person claiming to be damaged by a violation 








of the act may bring suit for recovery before the Commission or 
before the courts. 

The Commission only has a right to say what is a violation 
of sections 1, 2 and 3 of the act, but after the Commission has 
declared a rate to be unlawful a shipper may sue for recovery of 
damages before the Commission, or he may sue for recovery 
before the courts. In view of the fact that matters claiming a 
violation of sections 1, 2 and 3 must come before the Commission 
they would necessarily be invalid after February 28, 1921, as 
per section 206 of the transportation act; but a violation of sec- 
tion 6 is apparent without a hearing before the Commission, and 
a shipper has a right to sue for damages resulting from a viola- 
tion of this section before the courts as provided by section 9. 

The transportation act provides that any damage arising out 
of the interstate commerce act taken before the Commission must 
be taken within one year from the date of the passage of the 
transportation act, but it does not say that actions at law aris- 
ing out of the interstate commerce act must be taken before the 


POSITIONS WANTED OR OPEN 


GOCD TRAFFIC MEN ARE MORE THAN EVER tN DEMANDE 
ind THE TRAFFIC WORLD is the logical medium for getting ¢! 
nen and the positions in touch with each other. The rates fea 
tlassified advertisements ars as follows: First insertion, $1.00 pe 
ine: minimum charge, $3.00; succeeding insertions, per line. 5fe 
words to the line; numbers and abbreviations counted as wore 
$ point type; payable in advance. Answers to keyed advertisem: 
‘orwarded free and all correspondence held in strict confidence. The 
CRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 


POSITION WANTED—Traffic Man, eight years’ railroad ex- 
perience in tariffs, classification, rates, tracing, soliciting, handling 
general correspondence, etc., would like to locate with industrial con- 
cern. Address B. H. M., care Traffic World, Chicago. 


POSITION WANTED—Traflic Manager or assistant, certified by 
the American Commerce Association, with ten years’ railway express 
experience, and at present in executive position. Address H. J. M. 
335, Traffic World, Chicago. 


POSITION WANTED—By man who has had 20 years’ railroad 
experience, 2 years as superintendent, 3 years as auditor, 2 years as 
traffic manager. Would like to line up with some short line railroad 
ov industrial plant. Executive ability Al; can handle men; references 
first class. Address ‘‘M. F. V.,’’ Traffic World, Chicago, Ill. 


POSITION WANTED—Traftic executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks Daal field. Address R. E. E. 301, care Traffic World, Chi- 
cago, a 























WANTED—Traffic Manager for an active and progressive Cham- 
ber of Commerce in city of 30,000 and destined to double its popula- 
tion in next five years. We require man able to handle cases before 
commissions, who has made a study of and has had experience in 
rate construction and technique—one capable of digesting railroad 
tariffs, with ability to give our chamber members and citizens rates 
and correct routings on C. L. and L. C. L. shipments, to prosecute 
claims, trace shipments, ete. For a thoroughly capable, energetic and 
progressive man we are willing to pay salary commensurate with 


services rendered. Address H. D. B., Traffic World, Chicago. 
BECOME AN EXPERT 


ACCOUNTAN 


ive Accountants command big salaries. Thousands of firms 
=. Only 2,500 Certified Public Accountants in U. S. Many 
are earning $3,000 to $10,000 a year. We train you thoroly by mail in 
spare time for C. P. A. examinations or executive accounting posi- 
tions. Knowledge of bookkeeping unnecessary to begin. The courses 
is under the personal supervision of William B. Castenholz, A. io O- 
P.A., former Comptroller and Instructor University of Illinois, Direc- 
tor of the Illinois Society of Certified Public Accountants, and of the 
National Association of Cost Accountants, assisted by a large sta 
of G. P. A’s, including members of the American Institute of Ac- 
countants. Low tuition fee—easy terms. Write now for information. 


tension University, Dept.395-H Chicago 
LeSele Ext Business Training Institution in the World 
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J. W. ROBERTS, President 


FRED PETTIJOHN, Vice-President 


STANLEY WOOD, Secretary-Treasurer 


THE ROBERTS-PETTIJOHN- WOOD CORPORATION 
ACCOUNTING SERVICE 


GUARANTY PERIOD returns under the Transportation Act, 1920, and the statement of claims against the 


‘ United States covering the period of Federal Control require careful preparation if the 
carrier is to be properly reimbursed. We have available a corps of specialized railroad accountants, experienced in the 


preparation of such claims. 


Mills Building, Washington, D. C. 


Twenty East Jackson, Chicago 
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Commission. On the contrary, section 206, of the transportation 
act, clearly states that actions at law of such character as prior 
to federal control could have been brought against such carrier, 
may, after the termination of federal control be brought within 
two years from the date of the passage of the transportation 
act, subject to the state or federal statutes of Jimitations. 
Pueblo Traffic Bureau, by R. L. Ellis. 
Pueblo, Colo., March 2, 1921. | , 


ACCURACY OF RAILROAD SCALES 


Editor The Traffic World: 

We have noted with pleasure Mr. Charles H. Mahon’s letter 
in your February 12 issue, and also letters from Mr. G. L. 
Macartney and Mr. J. M. Cummins, in your March 5 issue, rela- 
tive to the accuracy of railroad scales. We think the title of 
these letters should have been, “The Inaccuracy of Railroad 
Scales.” 

We would like to show an instance that has just come to 
our personal observation. 

On January 25, 1921, we shipped to Berkeley, Cal., a car of 
our product containing 457 cases. 

We billed this car out at the actual scale weight (and will 
sign affidavit to that effect). However, the railroads reweighed 
this car somewhere and assessed same 2500 pounds additional. 

As the freight on our commodity from Marietta, Ga., to 
Berkeley, Cal., C. L., is $3.16% per cwt. (not to mention 3 per 
cent tax), there was quite a difference. 

We trust that some action can be taken in the near future, 
placing all railroad track scales under the control of the Inter- 
state Commerce Commission. 

Marietta Knitting Company, 
B. L. McIntosh, Traffic Manager. 
Marietta, Ga., March 7, 1921. 
Editor The Traffic World: 

Furthering the discussion on this subject by Messrs. G. L. 
Macartney and J. M. Cummings in your issue of March 5, we 
are in favor of regulations preventing shippers from undue exac- 
tions of freight charges due to haphazard track scale weighing 
or errors in stenciled weights on rolling stock. We have had 
trouble in this respect but not to the extent complained of by 
the above gentlemen. 

It seems to us this is a subject of sufficient importance to 
have the attention of the shippers’ organization. 

For the information of Mr. Cummings we wish to advise 
him the cubical contents of each car is listed in the Official Equip- 
ment Register published by G. P. Conrad, 75 Church St., New 
York. 

The J. R. Watkins Company, 
R. H. Watkins, Director of Traffic. 
Winona, Minn., Mar. 8, 1921. 


REPEAL OF RATE-MAKING SECTION. 


Editor The Traffic World: 

Referring to your Washington correspondence in The Traffic 
World of February 5, 1921, page 271, relative to a plan to change 
the rate-making section of the transportation act of 1920, wish 
to state that we would like to see this subject given more pub- 
licity in your columns in order that the shippers throughout the 
country may realize the importance of the repeal of the rate- 
making section of the recent transportation act. 

We note in this week’s report there were over 358,000 surplus 
cars on hand and this surplus is increasing weekly instead of 
diminishing. What can be the cause of this unusual amount of 
surplus cars on hand? There is no doubt in the world but that 
the enactment of the transportation act has brought about this 
condition, for it directs the Commission to establish rates which 
will earn a specified return on the investment of the carriers. 
Conditions have changed considerably since the passage of the 
transportation act and we urge upon the shippers throughout the 
United States the necessity of co-operation by taking the matter 
up with their senators and representatives at Washington, asking 
them to use their best efforts in repealing the rate-making sec- 
tion of the transportation act. 

The Commission is powerless to reduce rates under the pres- 
ent law and business cannot return to normal until this law has 
been repealed. 

The shippers have stood by and assisted the carriers through- 
out the various increases in rates during the past several years, 
and now we believe it is time the carriers came to the assist- 
ance of the shippers owing to the changed conditions existing 
at this time. 

Nicholls Loomis Company, 
F. F. Miller, Traffic Manager. 
Los Angeles, Cal., Feb. 28, 1921. 


We submit that Mr. Miller’s views and the views of many others 
who agree with him are based on a misapprehension. If certain rates 
are too high to permit business to move—which is the burden of Mr. 
Miller's complaint—then the high rates prevent the earning of ade- 


quate revenue of the carriers instead of contributing to that adequate 
revenue. The remedy is the reduction of such rates. The Commis- 
sion has power to reduce them, if asked, and has already expressed 
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itself as ready to listen to representations along these lines. Nothing 
is to be gained by repealing the law that instructs the Commission 
to make rates that will produce a certain net revenue.—Editor The 
Traffic World. 


ESCH AND POTTER APPOINTED 


The Trafic World Washington Bureay 


President Harding, March 11, sent to the Senate the nom- 
inations of John J. Esch, Republican, of LaCrosse, Wis., and 
Mark W. Potter, Democrat, of New York, as members of the 
Commission. Esch was designated to fill the vacancy caused 
by the expiration of Woolley’s term and gets a full seven-year 
term. Potter, who served on the Commission as a recess ap- 
pointee, was designated for one of the two places created by 
the transportation act, and his term will expire December 31, 
1923. The nominations of Esch and Potter are expected to be 
confirmed by the Senate before it adjourns its special session 
Saturday. Two vacancies remain on the Commission, but ap- 
pointments thereto probably will go over until the extraordinary 
session of Congress in April. 

The Senate interstate commerce committee in the afternoon 
voted to report favorably to the Senate Saturday the nomina- 
tions of Esch and Potter. The nominations will then be taken 
up by the Senate. Senator La Follette is understood to be op- 
posed to the confirmation of Esch. 

The hope that John J. Esch, for twenty-two years a member 
of the House from Wisconsin, and for eighteen years a member 
of the House committee on interstate and foreign commerce, 
“may be continued in another sphere along the line of work 
with which he has become so familiar in his committee ca- 
pacity,” was expressed in the closing hours of the Sixty-sixth 
Congress by Representative Mann of Illinois. The reference 
was to the probable appointment of Mr. Esch, who was defeated 
for renomination in the primaries last spring, as a member of 
the Interstate Commerce Commission by President Harding. 

“The committee never_-had an abler or truer chairman than 
John J. Esch,” said Representative Mann, in a short speech of 
tribute to the retiring chairman. 

Mr, Esch replied, expressing appreciation of the kindness 
of the members of the House. 

“In my long service in the House,” said he, “I have simply 
sought to do in a plain and common way the duties which fell 
to my lot. What has been accomplished is a matter of record, 
but it has been accomplished very largely through the hearty 
and efficient co-operation of every member of the committee on 
interstate and foreign commerce and your ratification of the 
work of that committee. 

“I would not be frank with the House if I said I did not 
regret my separation from it. One cannot easily sever the ties 
of twenty-two years. There are too many feelings and too many 
emotions to make such separation an easy task. But I have 
always sought to be an optimist, and believe that possibly my 
defeat for re-election to this House may have its compensations.” 

Tribute was paid by Mr. Esch to Thetus W. Sims of Ten- 
nessee, the ranking minority member of the House committee 
on interstate and foreign commerce, who also was defeated for 
re-election. He said Mr. Sims had always given “most constant 
co-operation” to the work of the committee. 

If the senority rule is followed (and it is expected that it 
will be) Representative Winslow of Massachusetts will become 
chairman of the House committee on interstate and foreign 
commerce when the committee is reorganized at the coming 
special session. 


TO ABANDON LACROSSE BRANCH 

The Green Bay & Western, Green Bay, Wis., has applied 
to the Commission for authority to abandon its ‘La Crosse 
branch,” the termini of which are Onalaska and La Crosse, Wis., 
a distance of 6.38 miles. The applicant also proposes to aban- 
don the trackage rights over that portion of the main line of 
the Chicago & North Western between Onalaska and Marshland, 
Wis., a distance of 21.59 miles, maintained at an annual rental 
charge of $7,000, for the privilege of operating one train each 
way a day. The branch has been operated at a loss, the ap- 
plicant states, and La Crosse, the only city served by the branch, 
will not be affected by the abandonment, because it is,now am- 
ply served by the C. & N. W., C. M. & St. P., C. B. & Q. and 
La Crosse & Southeastern. 








D. & N. M. ABANDONMENT 

The Duluth & Northern Minnesota Railway Company has 
applied to the Commission for authority to abandon its line of 
railroad in St. Louis, Lake and Cook counties, Minnesota. Be 
ginning with 1914, the applicant states, the road has been oper 
ated at a loss and has outstanding obligations of $500,000, which 
it has no means of paying, except through the sale of its road 
and equipment. The Minnesota Railroad and Warehouse Col- 
mission has authorized abandonment of the road, the applicant 
states, after April 1, 1921. There are no cities, villages or set- 
tlements of any considerable size along the applicant’s road and 
it will be impossible for the company to pay its actual cost of 
labor and maintenance of operation, according to the application. 
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EXPRESS FREIGHT and 


De Luxe Passenger Service 


S. S. HAWKEYE STATE 


Sailing from BALTIMORE, MD. 
April 30th, 1921 


DIRECT SERVICE TO 
Port of Los Angeles, San Francisco and Hawaiian Islands 


Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents: United States Shipping Board 


BALTIMORE, MD. SAN FRANCISCO 
26 South Gay St. 120 Market St. 


Be a Certified 


iclitt@uChirtiay 


Learn By This 
WA ile aulsileye 


Salary $2,500 to $10,000 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
Of course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
sands of men are needed now. Why don’t you qualify for one of these 
big pay jobs? 


HONOLU. 
Castle & Cooke, Ltd. 


Learn in Spare Time 


You can quickly master the secrets of traffic management Bay og 
our simple method of spare time study. The American Commerce Asso- 
ciation staff of experts can qualify you for a good "traffic _ in an 
amazingly short time. You don’t need to take a moment’s time from 
your present ho after you have oun we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. n how we can 
help you to a lasting success and a position of prestige and importance. 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 23-B 4043 Drexel Blvd., Chicago, IIl. 
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WOOD BOXES 


Are the Safest Containers 


We Manufacture Only 

Quality Containers for 

Domestic and Export 
Shipments 


Box Shooks—4-Ones—Any Size or Style 


DAVID M. LEA&CO., Inc. 


RICHMOND, VA. 


HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


417 SOUTHERN BUILDING 


OAK TIES FOR SALE 


6x8—8-ft. First Class Oak Ties 


Can furnish any quantity for 
immediate shipment. Three 
mills cutting the year around. 
Also switch ties to order. 


L. E. PEARSON,  Edwardsburg, Mich. 


Phone Main 2210 





TRAFFIC MANAGERS 


The I. C. C. Special Permission No. 50840, August 5, 1920, Gives the Transportation 
Companies Eighteen Months (1624% to be Issued Every 3 Months) to Publish Their Tariffs. 


We are publishers of the following Standard Loose Leaf All-Rail Freight Rate Guides 


United States Edition ‘crtne‘uniea'States 


EASTERN EDITION from 


New York, Philadelphia, Boston and New England 


CANADA EDITION from 
Montreal, Toronto, Hamilton and London 


SOE TZLER’S GUIDE, iNC., Rochester, N. Y. 


Traffic and Railroad Men wanted to sell these Editions in all cities, on spare time. 


Liberal commission paid. 
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LELAND ASKS MODIFICATION 


The Trafic World Washington Bureau 


F. A. Leland has asked the Commission for a modification 
of its order in No. 10417, Arkansas Jobbers and Manufacturers’ 
Association vs. Director General, as agent, C, R. I. & P. et al., 
and its fourth section order No. 7805, either by permitting all 
changes made in compliance with the two orders to be applic- 
able or five days notice, not later than April 1, or extending the 
effective dates of the order to May 1. 

In support of the application Leland says the order in No. 
10417 gives no authority for the publication of rates to points 
intermediate to the specific points to which rates were pre- 
scribed from St. Louis and Cairo. The publication of the specific 
rates, on April 1, on five days’ notice will cause, in many in- 
stances, a fourth section violation, unless authority is given to 
publish the charges to the intermediate territory at the same 
time that the changes are made to the points specifically named 
in the order. 

In fourth section order No. 7805, Leland said, no authority 
was given for the publication of rates from Cairo on less than 
statutory notice. He said it was his desire to publish rates from 
Cairo on the existing differential under St. Louis which is that 
authorized by the Commission to the specific Arkansas points 
named in the order in formal docket No. 10417, but that that 
could not be accomplished on less than statutory notice. 

Another situation called to the Commission’s attention by 
Lelend is that the publication of rates from Kansas City to 
points intermediate to Texarkana, under fourth section order No. 
7805, will necessitiate a change in the rates from the country 
stations west of Kansas City. His desire is to have these 
changes become effective at the time the reduction to this in- 
termediate territory is made from Kansas City. 


OPERATING STATISTICS 


The Trafic World Washington Bureau 


Operating statistics of Class 1 roads for 1920 issued by the 
Commission as compared with figures for 1919 show an increase 
in net ton-miles, including non-revenue freight, from 393,684,- 
000,000 to 445,975,000,000 or 13.3 per cent. This was a record 
performance for the number of net ton-miles in the history of 
the roads. Other records were established in 1920 as to net ton- 
miles per car day, the figure rising from 441 to 497 in 1920; the 
net ton-miles per loaded car mile increased from 28 to 29.4, and 
the net ton-miles per freight train-mile from 718 to 728. The 
car-miles per car day increased from 23 to 24.9 miles. 

The passenger train-miles increased from 523,714,000 to 
550,158,000. The average number of serviceable freight cars on 
line daily increased from 2,287,769 to 2,293,758 in 1920. The 
percentage of serviceable cars on line increased from 92.9 to 93 
per cent. The number of cars stored on an average in 1919 was 
133,055 and in 1920, 23,568. 

The cost per freight-train mile, as ascertained by the use of 





selected accounts, increased from $1.649 in 1919 to $2.046 in 
1920. The cost per passenger-train mile, ascertained in the same 


way, increased from 90.6 cents to $1.094. 

The cost of coal per net ton increased from $3.32 to $4.20 in 
1920. The cost of fuel oil for engines increased from 3.5 cents 
per gallon to 4 cents in 1920. 

In December, 1920, the Class 1 roads produced 34,483,000,000 
net ton-miles compared with 33,353,000,000 in December, 1919. 
The net ton-mile per car day increased from 437 to 468; the net 
ton-miles per loaded car mile increased from 27.7 to 31.3; the net 


ton-mile per freight-train mile increased from 664 to 674. The 
car-miles per car day increased from 22.2 to 24.9. The pas- 


senger train-miles increased from 43,558,000 to 47,682,000. 

The average number of serviceable cars on line daily de- 
creased from 2,325,762 to 2,200,121, and the number of cars in 
storage increased from 21,622 to 76,961. The percentage of total 
cars on line decreased from 93.9 to 92.2 per cent. 

The cost per freight train-mile, taken from selected accounts, 
increased from $1.844 to $2.318; the cost per passenger train- 
mile increased from $1.030 to $1.184. 

The cost of coal increased from $3.92 to $4.80 per net ton. 
The cost of fuel oil went up from 3.3 cents to 4.3 cents per gallon. 


REVENUE FREIGHT LOADING 


The Trafic World Washington Bureau 


The number of cars of revenue freight loaded the week end- 
ing February 26 was 658,222 as compared with 695,506 in the 
preceding week, according to the weekly report of the car serv- 
ice division of the American Railway Association. In the cor- 
responding weeks of 1920 and 1919 the number of cars loaded 
was 783,295 and 666,708, respectively. The loading by districts 
for the week ending February 26 compared with the correspond- 
ing week of 1920 was as follows: 

Eastern district: Grain and grain products, 5,830 and 5,040; 


live stock, 2,260 and 3,243; coal, 38,352 and 48,468; coke, 866 and 
forest products, 7,953 and 5,122; ore, 566 and 1,847; mer- 


3,492; 
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chandise, L. C. L., 41,522 and 26,360; miscellaneous, 51,402 and 
79,515; total, 1921, 148,751; 1920, 173,087; 1919, 160,693. 

Allegheny district: Grain and grain products, 2,517 and 
2,752; live stock, 2,783 and 2,970; coal, 42,131 and 49,790; coke, 
4,952 and 3,827; forest products, 3,106 and 4,032; ore, 2,176 and 
2,525; merchandise, L. C. L., 30,827 and 34,069; miscellaneous, 
od and 66,678; total, 1921, 132,362; 1920, 166,643; 1919, 
142,752. 

Pocahontas district: Grain and grain products, 166 and 142: 
live stock, 87 and 138; coal, 13,602 and 19,095; coke, 67 and 641: 
forest products, 1,409 and 1,859; ore, 37 and 230; merchandise, 
L. C. L., 2,228 and 141; miscellaneous, 4,861 and 8,870; total, 
1921, 22,457; 1920, 31,116; 1919, 28,208. 

Southern district: Grain and grain products, 4,569 and 
3,503; live stock, 1,969 and 2,290; coal, 21,811 and 34,274; coke, 
555 and 145; forest products, 13,731 and 16,694; ore, 815 and 
2,566; merchandise, L. C. L., 36,137 and 20,127; miscellaneous, 
31,930 and 55,394; total, 1921, 111,567; 1920, 124,993; 1919, 
103,393. 

Northwestern district: Grain and grain products, 11,000 
and 10,243; live stock, 8,425 and 8,023; coal, 5,601 and 11,511; 
coke, 1,326 and 1,180; forest products, 16,120 and 19,721; ore, 
1,129 and 1,715; merchandise, L. C. L., 23,120 and 19,283; miscel- 
yg 25,417 and 39,448; total, 1921, 92,138; 1920, 111,124; 1919, 

Central Western district: Grain and grain products, 12,570 
and 9,044; live stock, 9,826 and 9,803; coal, 16,220 and 23,715: 
coke, 219, and 426; forest products, 2,896 and 5,746; ore, 2,035 and 
2,392; merchandise, L. C. L., 25,402 and 21,729; miscellaneous, 
27,743 and 45,367; total, 1921, 96,911; 1920, 118,222; 1919, 88,687. 

Southwestern district: Grain and grain products, 4,566 and 

4,029; live stock, 1,535 and 2,309; coal, 4,509 and 6,060; coke, 124 
and 198; forest products, 6,042 and 6,932; ore, 438 and 556; mer- 
chandise, L. C. L., 14,442 and 14,523; miscellaneous, 22,308 and 
23,503; total, 1921, 54,036; 1920, 58,110; 1919, 44,407. 
; Total, all roads: Grain and grain products, 41,218 and 
34,758; live stock, 26,885 and 28,776; coal, 142,226 and 128,913; 
coke, 8,109 and 9,909; forest products, 51,257 and 60,106; ore, 
7,195 and 11,831; merchandise, L. C. L., 173,678 and 136,232; 
miscellaneous, 207,653 and 318,775; total, 1921, 658,222; 1920, 
783,295; 1919, 666,708. 

Note: L. C. L. merchandise loading figures for 1921 and 
1920 are not comparable because some roads are not able to 
separate their L. C. L. freight and miscellaneous of 1920. Add 
merchandise and miscellaneous figures to get a fair comparison. 








c. & I. M. BONDS 


The Chicago & Illinois Midland has applied to the Commis- 
sion for authority to issue $1,750,000 of ten-year 7 per cent 
debenture bonds to refund an equal amount of open account 
indebtedness due from the petitioner to the Commonwealth Edi- 
son Company of Illinois, which owns the capital stock of the 
applicant. 


MINOR COMMISSION ORDERS 


John Adams et al. have been permitted to intervene in No. 
12281, Texas Live Stock Shippers’ Protective League et al. vs. 
Fort Worth Belt Ry. et al. 

The Commission has permitted the Woods-Evertz Stove Co. 
to intervene in No. 12230, United Iron Works Co., Inc., vs. A. T. 
& S. F. et al. 

The Commission has permitted the Nuckolls Packing Co., 
Colorado State Hospital, Public Water Works, District No. 2, 
Union Coal & Grain Co. and Mark Coal Co. to intervene in No. 
12227, Driscoll Coal & Wood Co. et al. vs. Director-General. 

The Commission has ordered that depositions of D. B. and 
D. P. Hamilton of Shreveport, La., be taken with respect of 
matters and things involved in No. 12257, Charles F. Arnold 
et al. vs. T. & P. et al., on March 31, at Shreveport. 

The Commission has reopened Nos. 8418, Railroad Commis- 
sion of Louisiana vs. Arkansas Harbor Terminal Ry. Co. et al.; 
3918, Same vs. St. L. S. W. Ry. et al.; 8920, Same vs. St. L. S. F. 
& T. Ry. et al.; 1. and S. docket No. 710, eastern Texas class 
rates, and I. and S. docket No. 729, class rates to Shreveport, La.. 
for further hearing solely on the question of what modification, if 
any, the Commission should make in its outstanding order in so 
far as it applies to the transportation of portable houses, in sec 
tions, k. d., wooden. 








B. & A. EQUIPMENT 


Authority to participate in an equipment trust agreement 
with the National Railway Service Corporation is asked by the 
Bangor & Aroostook in an application filed with the Commission. 
The applicant proposes to acquire equipment under the trust 
costing approximately $132,750, consisting of one steam wreck- 
ing crane and 30 convertible coal and ballast cars. Authority 
is requested for the issuance of conditional sale purchase notes 
and equipment trust certificates, and for the pledging with the 
government the carrier’s consolidated refunding mortgage 4 
per cent bonds for a loan of 40 per cent of the total cost of the 
equipment. 
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Pacific — Caribbean — 


Gulf Line 


(Swayne and Hoyt, Inc., Owners) 
Steel Steamers 


DIRECT SERVICE 
BETWEEN 


New Orleans, San Francisco, 
Los Angeles Harbor, Portland, 


Tacoma and Seattle 
Via Panama Canal 


New Orleans—Puerto — and Cartagena, Col., S. A. 


Canal Zone and aceiae "aes Coast Ports of Central 
America and Mexico, and Transhipment Service via Cris- 
tobal, C. Z., to West Coast Ports of South America as 
Cargo Offers. 


S.S. IRIS, Sailing from Savannah middle March 

S.S. IRIS, Sailing from New Orleans about late March 

S.S. ALVARADO, Sailing from New Orleans about middle April 

S.S. ELDORADO, Sailing from New Orleans about late April 
Rates quoted, beokings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, INC., Agents 


630 Common St., New Orleans, La. 


OFFICES ALSO AT 
2102 Strand 50 Broad Street 485 California Street 
Galveston, Texas Texas City New York City San Francisco, Calif. 


Havana Line 


MERCHANTS AND MINERS 
TRANSPORTATION COMPANY 


(Established 1854) 


Norfolk—Newport News—Havana 


FORTNIGHTLY SAILINGS 


The last Twelve Steamers have averaged ONLY 
EIGHT DAYS awaiting Discharging Berth. 


Charters arranged for full cargoes to any port 


Shippers will avoid many difficulties and attend- 
ant losses by forwarding their business via this 
regular established line, operating fast steel 
steamers. 


_ Through export bills of lading issued from all 
interior points. 


Cheaper Rates from Interior Points via 
Norfolk and Newport News 


For Rates and Space apply to 

Atlanta, Ga. . ° C. S. Buford, Commercial Agent 
Baltimore, Md. . W. W. Tull, General Agent 
Boston, Mass. ‘ ‘ C. H. Maynard, General Agent 
Havana, Cuba . ‘ M. V. Molanphy, General Agent 
Jacksonville, Fla. . C. M. Haile, General Agent 
Norfolk, Va. . a A. E. Porter, General Agent 
Philadelphia, Pa. ‘ A. L. Bongartz, General Agent 
Pittsburgh, Pa. . L. T. Fowler, Commercial Agent 
Providence, R. I. . W. H. Miller, General Agent 

avannah, Ga. . ‘ R. M. Griffin, Local Agent 
St. Louis, Mo. . ; J. R. Bell, Freight Representative 


A. W. GRAVES, Manager, Baltimore, Md. 
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“North China Line 


(Columbia Pacific Shipping Company) 


PORTLAND, OREGON 


Only regular direct service between Pacific 
Coast and Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama, Kobe and Shanghai 


Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag 100 A-1 Steamers) 


SS “BEARPORT” March 14 
SS “WEST NOMENTUM” April 4 
SS “WEST KEATS” April 25 
SS “WEST NIVARIA” May 16 


Transhipment at Shanghai to American River steamers for 
Hankow, Pukow, Nanking and other open Yangtsekiang 
River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 


44 Whitehall St., New York City 
or 


Columbia Pacific Shipping Company 


General Offices 
Board of Trade Building, Portland, Oregon 


CUNARD 


ANCHOR 
ANCHOR-DONALDSON ‘ 


Regular Services 
Between 


_ NEW YORK BOSTON 
BALTIMORE PHILADELPHIA 
MONTREAL PORTLAND, ME. 


QUEENSTOWN LIVERPOOL 
PLYMOUTH | SOUTHAMPTON 
LONDON BRISTOL 
LONDONDERRY GLASGOW 
CHERBOURG HAVRE 
ANTWERP ROTTERDAM 
HAMBURG DANZIG 
MEDITERRANEAN LEVANT 


General Offices: 21-24 State St., N. Y. City 


Chicago Office: 

Cunard Bidg., 140 N. Dearborn Street 
Atlanta, 55 N. Fersythe Philadelphia, 1900 Wal- 
Baltimore, 107 E. Baitl- pittsburgh, 712 Smithfield 

more St. 


Boston, 126 State oe st ‘Lect, 1135 Olive st. 

Cleveland, Hotel San Francleco, 501 Mar 
land Bldg ket St. 

D ee ce Washingten Seattle, 621 Second Ave. 


Bivd Va mcoms, 622 Hastings 
Minneapolls, Third 8t. 
and Second Ave., So. Washington, D. C., 617 
Montreal, 20 Hospital St. | 
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HOOVER TRANSPORTATION BUREAU 


The Trafic World Washington Bureau 


Herbert Hoover, Secretary of Commerce, has under consid- 
eration plans for the reorganization of his department with a 
view, among other things, to establishing a sub-bureau of trans- 
portation which would co-operate with the Interstate Commerce 
Commission and the Shipping Board in matters pertaining to 
domestic and foreign commerce. It is understood Secretary 
Hoover has in contemplation the separation of the Bureau of 
Foreign and Domestic Commerce into a bureau of foreign com- 
merce and a bureau of domestic commerce, and that the trans- 
portation bureau would be a division of the latter bureau. When 
this was written there was nothing definite in regard to the 
plans, but Mr. Hoover was expected to make a formal announce- 
ment of the proposed changes. 


P. R. R. CO. BONDS AUTHORIZED 
The Trafic World Washington Bureau 


The Pennsylvania Railroad Company’s application for au- 
thority to issue $60,000,000 of fifteen-year, six and one-half per 
cent secured gold bonds, maturing February 1, 1936, and to issue 
$60,000,000 of six per cent general mortgage bonds, which will 
be pledged as security in part for the secured gold bonds, has 
been approved by the Commission. The secured gold bonds have 
been sold to Kuhn, Loeb & Co., at 94.40 per cent of par and 
accrued interest. 

The proceeds of the sale of the $60,000,000 of secured gold 
bonds, together with such further sum as may be necessary to 
equal the principal amount of the general mortgage gold bonds, 
or $60,000,000, will be used for the following purposes, the Com- 
mission said: 

(a) Purchase of locomotives, rolling stock, and other equip- 

ment from the Pennsylvania Company, covering 90 per 

cent of the amount agreed to be paid therefor by the 

applicant $17,417,685 
(b) Purchase of 204,661 shares of the common capital stock 

of the Pittsburgh, Ft. Wayne & Chicago Railway Com- 
pany, at par 
(c) Purchase of 22,280 shares of the capital stock of the 

Pittsburgh, Cincinnati, Chicago and St. Louis Railroad 

Company; at 76.50 per cent 
(d) Refundment of 90 per cent of the yearly installment, 

amounting to $2,670,000, of principal of general freight 

equipment trust four and four and one-half per cent 

certificates, issues of 1912 and 1913, payable in 1921.... 
(e) Reimbursement of applicant’s treasury for 90 per cnt of 

yearly installment, amounting to $3,468,000, of principal 

of the Pennsylvania Railroad Company equipment trust 

of 1920, paid in 1921 3,121,200 
(f) Payment of mortgages maturing in 1921, on real estate 

belonging to the applicant 1,151,000 
(g) For additions and betterments proposed to be made dur- 

ing 1921 11,506,045 
(h) To be expended for capital purposes coming within the 

terms of the applicant’s general mortgage........ 2,230,550 
$60,000,000 


“All of the capital stock of the Pennsylvania Company is 
owned by the applicant. Bonds of the Pennsylvania Company, 
payment of which is guaranteed by the applicant, mature as 
follows: 

Gold loan of 1915, 414% certificates, due June 15, 1921....$37,805,140.07 
First mortgage 44%.% bonds, due July 1, 1921 17,793,000.00 

“The applicant represents that the moneys to be paid for the 
equipment and for the capital stock of the Pittsburgh, Ft. Wayne 
& Chicago and of the Pittsburgh, Cincinnati, Chicago & St. Louis, 
amounting to $39,588,205, will enable the Pennsylvania Company 
to pay the aforesaid certificates and bonds which mature in June 
and July. The effect of such payment will be to relieve the appli- 
cant from the obligation of its guarantee in respect thereto.” 


SUGAR, SEATTLE TO CHICAGO AND EAST 


An attempt to have the rates on carload sugar from points 
in the state of Washington to Chicago and the east placed on 
a commodity basis in conformity with those now in effect from 
California, Wyoming, Oregon and Idaho, is being made by Ar- 
mour & Co. in Docket No. 12076, Armour & Co. vs. Northern 
Pacific et al., hearing on which was held by Examiners 
Arthur R. Mackley and M. Garcia de Quevedo in Chicago, 
March 8. 

Reparation amounting to $8,479.66 has been asked on ship- 
ments of sugar from Seattle to Chicago, Boston and Landisville, 
N. J., totaling nine cars, which moved between August 22, 1919, 
and May 4, 1920. The fifth class rates under which this sugar 
moved were $2.19 to Chicago, and $2.37% to Boston and Landis- 
ville, and the rate asked was on the basis of the then existing 
commodity rates from California points, which ranged from 70 
cents to $1.31 to the various destinations, according to car mini- 
mums of 60, 70 and 80 thousand pounds. 

In presenting the complainants’ side of the case, Paul D. 
Blanchard, attorney for the packing company, cited numerous 
cases in which the Commission had found that goods moving 
in carloads were entitled to commodity rates and had awarded 
reparation on that basis. W. W. Manker, assistant traffic man- 
ager for Armour & Co., at Chicago, pointed out that most of 


20,466,100 


1,704,420 


2,403,000 
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the class rates from Washington, as well as a_ considerable 
number of the commodity rates on other goods, were the same 
as those from California. He said that the sugar was purchase 
at prices ranging from 9 to 22 cents a pound and that the freight 
charges per car amounted in some instances to as much ag 
$4,400. He pointed out that none of the canned strawberries 
in which this sugar was used had as yet been sold and that 
they would undoubtedly be sold at a great loss. This statement 
was made, he said, to forestall the usual attempt on the par; 
of the Director-General’s agents to prove that the freight charges 
were passed on to purchasers. 

R. J. Hagman, attorney for the Great Northern Railroad 
conducted the defense, and proceeded on the theory that the 
request for a reasonable rate for the future was made merely 
to bolster up the claim for reparation. Through W. E. Alair, 
assistant general freight agent of the Northern Pacific at st 
Paul, he tried to show that the sugar shipped was cane sugar 
sent into Seattle from San Francisco in the first instance, and 
purchased by Armour & Co. from a fruit cannery which found 
it could not use it. 

E. W. Soergel, assistant general freight agent for the ¢ 
M. & St. P., stated that no cane sugar was refined in Washington 
and that the output of the refineries in that state would be 
easily taken care of in local markets for many years to come. 
He said that a careful check of movements showed that the 
nine cars in question were the only ones that had ever moved 
over this route and the only ones that might be expected to 
move. He pointed out that many of the sugar movements in 
this country were on a fifth-class basis, notably those from 
New York to Milwaukee, Madison and St. Paul, where there 
was a large volume of sugar traffic. The granting of a com. 
modity rate on sugar from Seattle to Chicago and the East 
would, he said, necessitate the granting of fourth section re. 
lief, or the entire revision of sugar rates from and to interme. 
diate points. Brief date was set for April 7. 


SHEEP IN DOUBLE DECK CARS 


Hearing on the third of a series of cases bringing into ques. 
tion the present minimum of 22,000 pounds for sheep in double. 
deck cars (No. 12113, Swift & Co. et al. vs. B. & O. et al). was 
held before Examiners Mackley and De Quevedo in Chicago, 
March 9. Hearings on the other two, Nos. 11700 and 11900, in 
which the National Live Stock Exchange and Armour & Co. 
were the complainants, had already been held, and the defense 
in this case asked to have the testimony in the previous two 
admitted. No further evidence was submitted by the defense. 

Ross D. Rynder, attorney for the complainants, produced 
W. C. Watson, transportation department, Swift & Co., to testify 
as to the average loading of sheep at the Swift plant. Mr. 
Watson introduced an exhibit which purported to show the cars 
involved in the claim for reparation, which totals $25,000, and 
explained that the claim was based on the difference in trans- 
portation costs of various shipments between that assessed under 
a 22,000-pound minimum and that which would have been as 
sessed under an 18,000-pound minimum. The correctness of 
the exhibit, in various particulars, was challenged by Guernsey 
Orcutt, attorney for the defense, and on the admission of Mr. 
Rynder that there were some errors, he was ordered by the ex 
aminer to furnish a corrected exhibit within fifteen days. 

R. S. Matheson, head sheep buyer for Swift & Co., testified 
as to the difficulty of loading sheep to the minimum. He said 
lambs loaded to about 18,000 and sheep to 19,000, and related 
several instances where an attempt to load to the minimum had 
resulted in dead animals at destination. Both parties waived 
brief. 


EQUIPMENT FOR C. & N. W. 


The Commission, in Finance Docket No. 1109, has author 
ized the Chicago & North Western to issue $9,630,000 worth of 
equipment trust certificates to bear interest at a rate not ex 
ceeding seven per cent. The certificates are to be handled by 
the Farmers Loan and Trust Company of New York. The pro 
ceeds are to pay for 40 class J engines, 20 class E locomotives, 
500 steel ore cars, 500 steel underframe stock cars, 250 steel 
underframe refrigerator cars, 50 steel underframe cabooses, 2 
steel coaches, 9 steel smoking cars, 2 steel postal cars, 23 bag 
gage cars and 3 combination mail and baggage cars. 





REVISION OF RATES ON SUGAR 

The Western Trunk Line Committee under date of March 
10, issued the following: ; 

“Ag shippers have expressed their desire to confer with 
carriers regarding revision of rates on sugar, this is to advise 
that an opportunity for a conference will be afforded at the 
rooms of the Western Trunk Line Committee, 2222 Transporta 
tion Bldg., Chicago, at 10:30 a. m., Friday, March 25, 1921.” 


Always reliable and dependable, THE DAILY TRAF- 
FIC WORLD is a time and money saver for the busy 
traffic man. 
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BANKS 


CHICAGO 


La Salle, Adams, Quincy and 
Wells Streets 


Invested Capital More Than Fifty-five Millions 
















ED 1854 
TELEPHONE HARRISON 1046 — 1049 


serving Domestic, Import and Export 
shippers, meeting every requirement 
that would be expected of a house of our size, 
yet giving that sincere personal service 
which demonstrates our interest in the up- 
building of trade. 


The large volume of tonnage controlled by 
us assures shippers of the lowest ocean and 
marine insurance rates. 


Consolidated cars despatched East and 
West. 


D. C. ANDREWS & CO., Inc. 


New York Established 1884 New Orleans 
ton an rancisco 
Philadelphia 14 East Jackson Boulevard Seattle 


Baltimore CHICAGO Buenos Aires 
A. C. SHERRARD, Chicago Manager 
Agents Throughout the World. Telephones: Harrison 1048-1049 


OR thirty-seven years we have been 
k HE Traffic Department 


of these Banks is espe- 


cially equipped to assist manufacturers, 
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merchants and shippers in preparing 


S-S: 


documents, routing shipments, and 
in other problems incident to foreign 
and domestic commerce. 











You are invited to make full use 


of our Traffic Department 


















. DUNNETT Traffic Advisor 
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| PAGE & JONES "7 


Ship Brokers and | 
| Steamship Agents 


Mobile, Alabama, U. S. A. | 





| Regular Monthly Service A-1 Steamers 


MOBILE to ANTWERP 
HAVRE and BORDEAUX 
and U.S. PACIFIC COAST | 


St. Louis Office: Birmingham Office: 
1527 Pierce Building 324 Chamber of Commerce Bldg. 


IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager 
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CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


The average number of surplus cars in the week ending 
February 28, was slightly less than the number in the preceding 
week, 413,450 as compared with 423,193, according to the weekly 
report of the car service division of the American Railway Asso- 
ciation. The average car shortage for the week was 650 as com- 
pared with 441 in the preceding week. The surplus of 423,193 
was the highest mark reached during the present depression. 

The surplus was made up of the following classes of equip- 
ment: Box, 173,520; ventilated box, 1,683; auto and furniture, 
9,248; flat, 14,850; gondola, 122,297; hopper, 50,553; total all 
coal (gondola and hopper), 172,850; coke, 10,308; S. D. stock, 
19,197; D. D. stock, 1,230; refrigerator, 7,304; tank, 2,755; mis- 
cellaneous, 1,005. 

The shortage was made up of the following classes of 
equipment: Box, 468; flat, 18; gondola, 38; hopper, 33; S. D. 
stock, 13; D. D. stock, 15; refrigerator, 59; miscellaneous, 6. 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


“The rate of production of soft coal continued to decline 
during the week ended February 26,’ the Geological Survey, 
Department of the Interior, said in its weekly report on co2l 
production under date of March 5. 

“The total output, including lignite and coal coked at the 
mine, is estimated from railroad shipments at 7,334,000 net 
tons, a decrease of 159,000 tons, when compared with the pre- 
ceding week. The decrease was apparently not due to the 
occurrence of the holiday, February 22, for, although Washing- 
ton’s Birthday was observed as a holiday at many mines, no 
difficulty was experienced in filling the available orders on the 
remaining days of the week. 

“With one exception—the coal strike of 1919—the rate of 
production is lower at present than at any time during the past 
four years, the period over which the records of weekly output 
extend. 

“The following statement, furnished by the American Rail- 
way Association, shows the number of cars loaded daily. The 
loss on Tuesday, Washington’s Birthday, when only 18,904 cars 
were loaded, was quickly made up the following day: February 
21, 25,088; February 22, 18,904, February 23, 26,908; February 
24, 24,541; February 25, 23,248; February 26, 16,589. 

“Loadings on Monday of the week (February 28-March 5), 
according to preliminary reports, were 26,605 cars, and on Tues- 
day, 23,000. The total for the two days—49,605—was 764 cars 
less than for the corresponding days of the week of February 
19, the latest week with which comparison may be made.” 

The Survey reported the car supply ample in all districts, 
except in the Routt county field of Colorado, because of heavy 
snows and other adverse weather conditions. 


“ON HAND” EXPRESS SHIPMENTS 


A campaign has been started in the express business, to 
keep down the number of shipments which find their way to 
“On Hand” departments, because the addresses are inaccurate or 
incomplete, or because of cancellation of orders or some other 
disagreement between shipper and consignee. An effort is be- 
ing made to clear up the undeliverable matter found in the “On 
Hand” rooms of the express company and the “Right Way” meet- 
ings of the express employes throughout the country the subject 
is receiving special attention. 

It is the opinion of operating heads in the express business 
that the growth of “On Hand” freight is a handicap to improve- 
ment in the express service. Practically every industry is in- 
terested in prompt delivery of goods and the carrier is seeking 
the co-operation of the shipping public to remove the heavy 
burden which the storing and care of “On Hand” freight involve. 
It is found that a large number of claims and annoying contro- 
verseries are directly chargeable to the abuse of the “On Hand” 
privilege. 

While it is a decided advantage to the transient shipper to 
have the express carrier hold the goods for him until he arrives, 
and to do this without added expense, they say, it was not in- 
tended that regular express patrons would ask or expect the 
earrier to store their goods while some argument between ship- 
per and consignee was being settled. The express company does 
not generally charge for storing shipments, but some such step 
may be taken unless the situation improves, it is stated. 

In seeking the co-operation of the shippers, the transporta- 
tion company lays emphasis on the importance of every shipper 
having the consignee’s full name and address, street and num- 
ber, plainly stencilled or otherwise marked, on each piece he 
sends by express. It is equally important, the carrier points out, 
that each shipper shows his name and address clearly on each 
piece of a shipment. 

That consignees should accept delivery of shipments ten- 
dered and not leave them on the carrier’s hands is the conten- 
tion of the express company in this campaign. This should be 
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done, it says, even if shipments are offered in bad order for then 
the consignee can dispose of them to the best advantage and 
thereby reduce the loss to the lowest possible figure. Shippers 
and consignees are urged to give special attention to posta] 
notices sent out by the carriers to both of them, when a ship. 
ment cannot be delivered by an express driver, for any reason. 
When a shipper is informed by the express company, 
through the usual postal notices that the consignee to whom he 
sent his g00ds has refused to accept them, it is pointed out that 
it will facilitate matters if he will give prompt and definite ip. 
structions for the disposal of the shipment in question. 


RAILWAY MAIL PAY 


The Trafic World Washington Bureay 


Joseph Stewart, special assistant to the Postmaster-General, 
in charge, for the Post Office Department, of the litigation con- 
cerning mail pay, has filed an answer and supporting brief, to 
the application of the carriers, particularly the short lines, for 
an interpretation of the Commission’s order in conformity with 
the views of the carriers that the Commission’s railway mail 
pay order requires the Postmaster-General to make compensa- 
tion for side and terminal service from July, 1916, to March 1, 
1920; to make a 25 per cent increase in the $50 minimum per 
mile payment for each route operated not less than six times 
per week; and to adjust the minimum on the routes in exist- 
ence at the time of the Commission’s order. 

The broad contention of the Postmaster-General, carried 
in the answer is that the Commission’s order has been carried 
out as the Commission intended; that the rates of pay prior to 
the filing of the case were whole-service rates and that the side 
and terminal services were covered by such rates, Mr. Stewart 
contended that the Commission did not intend to order the 
Postmaster-General to make a twenty-five per cent increase in 
the minimum of $£0 per mile, and that it is within the power 
and competency of the Postmaster-General to consolidate 
routes so that all the rails of a carrier within a given railway 
mail service district constitute one route to which the $50 per 
mile minimum will apply. 


HEARING POSTPONED 


Owing to the non-appearance of the complainants, hearing 
on Docket No. 12140, the ‘Lowenthal Co. vs. C. & N. W. et al. 
which was to have taken place before Examiner Mackley in 
Chicago, March 11, was indefinitely postponed. A _ petition of 
intervention on the defendant’s side was filed for the St. Louis 
Chamber of Commerce by H. R. Brashear, assistant traffic com- 
missioner. 


ABANDONMENT PERMISSION REQUESTED 


Approval by the Commission of the abandonment of its 
fifty miles of railroad in Carbon county, Wyo., from Walcott to 
Encampment, Wyo., is requested by the Saratoga & Encamp- 
ment Railroad Company in a petition filed with the Commission. 
The company states that the cost of operation since 1914 has 
exceeded all earnings or income from its operation and that it 
has no reasonable ground for expecting an increase in earnings 
or decrease in operating expenses whereby the income would 
justify its continued operation. The Wyoming legislature has 
adopted a resolution, which was sent to the Commission, pro- 
testing against the proposed abandonment, and stock growers 
along the line have protested to Senator Warren and Repre- 
sentative Mondell of Wyoming against abandonment, and they 
have written to the Commission advising against abandonment. 


PAYMENT TO NORTHERN PACIFIC 


The Treasury Department has paid to the Northern Pacific 
$7,000,000 certified by the Commission as a partial payment of 
the amount due that carrier under the guaranty provisions of 
the transportation act. The total of partial payments to date 
since approval of the Winslow partial payment bill is $13,637, 
190.06. 


S. A. L. BONDS 


The Seaboard Air Line has been authorized by the Commis 
sion to issue $713,000 of first and consolidated mortgage 6 per 
cent bonds, maturing September 1, 1945, and to pledge them 
with other bonds, preferred and capital stock as security for 
loans aggregating $2,625,000 from the United States. The other 
securities consist of $1,077,000 of bonds; $1,521,000 of common 
capital stock and $1,105,900 of preferred capital stock. 


CHANGES IN DOCKET 


Hearing in 12080, David M. Lea & Co., Inc., vs. R. F. & P. ¢t 
al., assigned for March 9 at Richmond, Va., before Examine! 
Woodrow, was cancelled. 

Hearing in 12124, W. A. Wimsatt vs. B. & O, et al., assigned 
for March 11, at Washington, before Examiner Kephart, was 
postponed to a date to be hereafter fixed. 
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THE TRAFFIC WORLD 


Ship Through the 


Port of Los Angeles 


34 Steamship Services Reaching Over 100 World Ports 









A Harbor Made to Order 


Los Angeles has expended $5,800,000 on waterfront improvements and has voted an 
additional $4,500,000 for further improvements. 


The United States Government has expended approximately $6,000,000 on the breakwater 
for the outer harbor, jetty work and dredging in the inner harbor, and has appropriated 


$984,300 for other improvements. 


Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 13,000 feet 


are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 100 feet and a 


combined length of 4,430 feet. 


Ships can enter Los Angeles harbor from the open sea with safety in all seasons of the 


year and in any weather. 


R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, ee nee again pa House 
Brokere—Track Connections with all Rallroads and Steamship 


Docke—Members American Chain * Warehouses—Members Amer- 
ican Warehousemen’s Association. 


Phone No. 4883 SAVANNAH, GA. 


CINCINNATI, OHIO 
J. C. BUCKLES TRANSFER COMPANY 


67 Plum Street 


FREIGHT FORWARDING AND TRANSFER AGENTS 


Distributors and Forwarders of Pool Cars a Specialty 
Both Team and Motor Truck Service. Also Export Freight Contractors 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every Description—City Delivery Service and Carioad 
Distributors 


PORTLAND, OREGON 





OREGON TRANSFER COMPANY 


Established in 1868 
General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 
ment and reforwarding by express or parcel post. 
No switching charge on carload shipments. 


Write for Illustrated Book and Port Maps 


Board of Harbor Commissioners 


SUITE 33, CITY HALL, 


LOS ANGELES, U. S. A. 


CARLSON’S INDUSTRIAL 











Traffic Managers’ College 


Top Floor Tribune Bidg., New York, N. Y. 


Practical Instructions 


— by 
Export engtuel use of 


appli 
yoo He up oc date, in loose-leaf f 
Personal instruct}en 


Night Classes. 
Prospectus Free. Correspondence So 


SEATTLE TRANSFER CO. 


Seattle, Wash. 


123 Jackson St. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carioad Distribution 


Excellent facilities for ; es without cartage. Insuranee rate 
12 cents. Members of Ame Warehousemen’s Association and 
American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 


EL. PASO, TEXAS 


BANKERS OF MERCHANDISE 


Storage, Distribution, Moving, Packing, Shipping 
Fireproof Construction 


International Warehouse Co., 8. H. OLIVER, Mer. 
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No. 12100, Sub. No. 1. Beaumont (Tex.) Chamber of Commerce et al. 
vs. B. S. L. & W., Payne et al. é 

Unjust and unreasonable rates on shipments of various com- 
modities between Beaumont and Chaison, Tex., in that they ex- 
ceeded $6.50 per car plus war tax for a single line movement and 
$8 pet Ly plus war tax for a two-line movement. Asks reparation 
rs) ,413.47. 

No. 12244. Corporation Commission of Oklahoma vs. Abilene & 
Southern et al. : 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on grain, grain products, hay and straw and articles taking same 
rates from all points in Oklahoma to all points in Texas. Asks 
for just and reasonable rates and transit privileges. 

No. 12245. Wisconsin Dairy Products Co., Stoughton, Wis., vs. Akron, 
Canton & Youngstown et al. 

Unjust, unreasonable rates on canned condensed milk from 
Stoughton, Wis., to points in C. F. A. territory and eastern states. 
Asks for just and reasonable rates and reparation. 

No. 12246. Brooks-Scanlon Lumber Co. et al., Bend, Ore., vs. Oregon 
Trunk Ry., Payne et al. 

Unjust, unreasonable and unjustly discriminatory and prefer- 
ential rates on lumber from Bend, Ore., to points in Western 
Trunk Line, C. F. A. and Eastern Trunk Line territories by 
reason of weights applied. Asks for just, reasonable rates, rules 
and regulation and reparation. 

No. 12247. Wilson & Co., Inc., of Tennessee, Chattanooga, vs. A. T. & 
S. F., Payne et al. 

Unjust, unreasonable and unduly prejudicial rates on cocoanut 
oil from San Francisco to Chattanooga, reshipped to New York, 
Nutley, N. J., Philadelphia, Chicago and Kansas City. Asks for 


reparation. 
No. — Fort Wayne (Ind.) Corrugated Paper Co. vs. Payne as 
agent. 


Unjust and unreasonable rates on board, binders, box, chip, 
paper stock, straw and wood pulp from Hartford City to Ft. 
Wayne, Ind. Asks for reparation. 

Wo. 12249. Pfister & Vogel Leather Co., Milwaukee, vs. Lehigh Valley, 
Payne et al. : 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dici rates on bark extract and myrobalans from Philadelphia 
and New York to Cheboygan, Mich. Asks for just and reasonable 
rates and reparation. 

Wo. 12250. Wm. Danzer & Co., Inc., Hagerstown, Md., vs. Gulf & 
Ship Island et al. 

Unjust and unreasonable rates and demurrage charges on lum- 
ber from Lyman, Miss., to Wilkes-Barre, Pa., by reason of de- 
fendants’ disregard of routing instructions. Asks for damages 
equal to the value of the lumber less reasonable transportation 
charges. 

No. 12251. Standard Asphalt and Refining Co., Tulsa, Okla., vs. Mo. 
Pac., Payne et al. 

Unjust and unreasonable rates on shipment of kerosene from 
Independence, Kan., to Sheffield, Ia., by reason of defendants’ 
disregard of routing instructions. Asks for reparation. 

No. 12252. The American Fibre Package Co. Division of American 
Box Board Co., Grand Rapids, Mich., vs. C. & N. W., Payne et al. 

Unjust, unreasonable and unduly discriminatory rates on silicate 
of soda from Carrollville, Wis., to Grand Rapids, Mich., as com- 
pared with rates from Grasselli, Ind. Asks for reasonable rates 
and reparation. 

No. 12253. The Goodwin Preserving Co., Inc., Louisville, Ky., vs. 
Louisville Bridge and Terminal et al. 

Unjust, unreasonable and discriminatory rates on fruit butter, 
jams, jellies, preserves, corn syrup butter and similar products 
from Louisville, Ky., to Duluth and St. Paul by reason of no com- 
modity rates being in force. Asks for just and reasonable rates. 

No. 12254. The Republic of France vs. Payne, as agent. 

Unjust, unreasonable, unjustly discriminatory and prejudicial 
storage charges on steel wire rods at New York City. Asks for 
reparation down to basis of ground storage rates. 

No. 12255. Southern Acid and Sulphur Co., St. Louis, vs. Arizona & 
New Mexico et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial and preferential rates and weights on sulhpur from Sulphur 
Mine, La., and Bryan Mound, Freeport, Gulf Hill, Tex., to desti- 
nations in Mountain-Pacific territory. Asks for just and reason- 
able rates and weights. 


No. 12256. Choate Oil Corp. et al., Oklahoma City, Okla., vs. Atlanta, 
Birmingham & Atlantic, Payne et al. : 
Unjust, unreasonable, unduly preferential and prejudicial rates 

on fullers earth from Midway, Ellenton and Quincy, Fla., to 
Oklahoma City. Asks for rates on Cushing basis and reparation. 
No. 12257. Charles F. Arnold et al., Kansas City, doing business as 


Cc. F. Arnold & Co., vs. Texas & Pacific, Payne et al. 

Unjust and unreasonable demurrage charges on hay from Rich- 
ards, oa to Shreveport, La., diverted to Homer, La. Asks for 
reparation. 


No. 12258. The Republic of France vs. West Shore, Payne. 

Unjust, unreasonable, unjustly discriminatory and prejudicial 
storage charges on packing house products at New York City 
which were assessed on basis of car demurrage rates. Asks for 
reparation down to warehouse storage basis. 

No, 12259. Sargeant Coal Co. et al., Evansville, Ind., vs. Evansville 
Suburban & Newburgh et al. 

Unjust, unreasonable, unduly discriminatory and preferential 
rates on bituminous coal from mines in the Boonville district of 
Indiana to points in Illinois, Wisconsin, Iowa and Minnesota. Asks 
for same rates as apply from other mines in Boonville district. 

No. Ly The Loewenthal Co. et al., Chicago, Ill., vs. C. & N. W. 
et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on junk scrap metal from points in Texas, Okla- 
homa and Arkansas to Chicago and St. Louis by reason of fact 
that scrap aluminum could not be included in the mixture. Asks 
for rates permitting this mixture and reparation. 

No. — Texas Star Flour Mills, Galveston, Tex., vs. Payne, as 
agent. 

Unjust, unreasonable, unjustly discriminatory and preferential 
rate of 3lc on flour from Galveston to New Orleans for export 
to Porto Rico, Cuba and other West Indian islands. Asks for 
reparation down to basis of subsequently established rate of 15c. 

No. 12262. National Supply Co., Lincoln, Neb., vs. C. B. & Q., 
Payne et al. 
Unjust, unreasonable rates on coke from Terre Haute, Ind., to 
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Coburg and Fontanelle, Ia., and Adams, Neb. Asks just and 
reasonable rates and reparation. 

No. 12263. The Ault & Wiborg Co., Cincinnati, vs. L. & N., Payne 
e 


t al. 

Unjust and unreasonable rates on printing paper, N. O. S., from 
Hamilton, O., to Mobile, Ala., for export to Buenos Aires. Asks 
for just and reasonable rates and reparation. 

No. 12264. American Manganese Steel Co., Chicago Heights, IIl., vg, 
B. & O. Chicago Terminal R. R. Co., Payne et al. 

Unjust and unreasonable rates on foundry flasks from Chicago 
Heights, Ill., to Oakland, Calif. Asks just and reasonable rates 
and reparation. 

No. 12265. Empire Refineries, Inc., et al., Tulsa, Okla., vs. Texas & 
Pacific, Payne et al. 

Unjust and unreasonable rates on crude oil from Lewis, Gilli- 
land and Oil City, La., and Ranger and Brownwood, Tex., to Inde- 
pendence, Kan., Okmulgee, Okla. Asks reparation. 

No. ~~ The Barrett Co., New York City, vs. Pennsylvania, Payne 
et al. 

Unjust and unreasonable rates on nitrate of soda from Port 
Richmond, Pa., to Frankford, Pa. Asks for just and reasonable 
rates and reparation. 

No, 12267. Lancaster Steel Products Corp., Lancaster, Pa., vs. B. & 
O., Payne et al. 

Unjust and unreasonable rates on wire rods from Canton, O., to 
Lancaster, Pa., and from points in the Pittsburgh district and 
Youngstown, O., to Lancaster, Pa., and from Lancaster, Pa., to 
destinations in New England, New York and New Jersey, on 
band or strip iron or steel and from Lancaster to Harrison, N. J., 
on wire. Asks for just and reasonable rates and reparation. 

No. 12268. Board of Railroad Commissioners of South Dakota vs. 
Cc. & N. W. et al. 

Unjust, unreasonable, unduly preferential and prejudicial rates, 
rules, regulations, classifications and weights on live stock from 
points in South Dakota to various interstate markets. Asks for 
just and reasonable rates, rules and regulations. 

No. 12269. Portland (Ore.) Traffic and Transportation Assn. vs. Ore- 
gon-Washington . R. & Navigation Co. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on grain from points in Idaho and Washington to 
Portland, Gre. Asks for just and reasonable rates. 

No. 12270. Chesebrough Mfg. Co., Perth Amboy, N. J., vs. Pennsyl- 
vania, Payne et al. ‘ 

Unjust, unreasonable rates on complainant’s product shipped 
from Perth Amboy to Jersey City by reason of classification as 
vaseline instead of petroleum products. Asks for proper classifi- 
cation and reparation. 

No. 12271. Morton-Gregson Co. et al., Nebraska City, Neb., vs, A. T. 
& S. F., Payne et al. i 

Unjust, unreasonable rates on hogs in_single and double deck 
ears from Nebraska City to Oklahoma City. Asks for just and 
reasonable rates and reparation. 

No. 12272. The Pure Oil Co., Minneapolis, vs. Payne, as agent. 

Unjust and unreasonable rates on motor benzol from Steelton, 
Minn., to sieneapess. —.. —— City, Mont., Spokane, Wash., 
and other points. Asks for reparation. 

No. 12273. F. L. Starbeck, Montevideo, Minn., vs. C. B. & Q., Payne 
et al. 

Unjust, unreasonable and unjustly discriminatory rates on egg 
coal from Alger, Wyo., to Montevideo, Minn. Asks just and reason- 
able rates and reparation. y 

No. 12274. American Fruit and Vegetable Shippers’ Assn. et al. vs. 
Bangor & Aroostook et al. 

Unjust and unreasonable rates on potatoes by reason of cancel- 
lation of joint rates from points of origin in Maine to destinations 
in Virginia, West Virginia, Kentucky and other states in south- 
eastern and Mississippi Valley territories. Asks for just and 
reasonable joint rates and reparation. 

No. 12275. rr Wisconsin Supply Co., Beaver Dam, Wis., vs. C. M. 
& St. P. et al. 

Against a rate of 2c per 100 Ibs. on fuel wood from Rockford, 
Ill., to Camp Grant in Chicago switching district, the 2c being in 
addition to the rate to Chicago proper. Asks for reparation. 


No. 12276. William L. Carney, Chicago, vs. Director General Payne. 
Unjust, unreasonable, unjustly discriminatory and prejudicial 
rates on soft coal from mines in Illinois and Indiana from June 25 
to Otober 4, 1918, to Chicago. Asks for reasonable rates and 
reparation. 
No. 12277. William L. Carney, Chicago, vs. Director General Payne. 
Alleges overcharges on anthracite coal from points in Pennsyl- 
vania on Erie to Chicago, which overcharges resulted in unjust 
and unreasonable rates. Asks reparation. 


No. 12278. Post Bros. Tile Co., St. Louis, vs. Director General Payne, 
St. Louis-San Francisco et al. 

Unjust and unreasonable rates on tile from Commerce, Mo., to 
apace in Arkansas. Asks for reasonable rates and repara- 
tion. 

No. 12279. The Atlantic Refining Co., Philadelphia, Pa., vs. Director 
General Payne, C. & O. et al. d 

Unjust and unreasonable rates on 296 carloads of gasoline 
shipped between April 1, 1919, and February 27, 1920, from Leach, 
Ky., to Point Breeze, Philadelphia, Pa., by reason of the factor 
of the rate for the haul between Catlettsburg and Leach being in 
excess of 2c. Asks for reasonable rates and reparation. 


No. 12280. Central Illinois Light Co., Peoria, Ill., vs. Director General 
Payne, Chicago & Alton et al. 
Unjust and unreasonable rates on soft coal from Virden, Girard, 
Springfield and Bissell, Ill., to Peoria, Ill., during federal control. 
Asks reparation. 


No. 12281. Texas Live Stock Shippers’ Protective League, Ft. Worth, 
Tex., vs. Director General Payne, Ft. Worth Belt Ry. et al. 
Unjust, unreasonable, unjustly discriminatory and illegal charges 
for intra-track movement of live stock at Ft. Worth, Tex. Asks 
for cease and desist order and reparation. 
No. 12282, Armour & Co., Chicago, vs. Beaumont, Sour Lake & West- 
ern et al. 
Unjust and unreasonable rates on tin cans from Granite City, 
Ill., to Ft. Worth, Tex., and on cans from New Orleans to Ft. 
Worth. Asks for reasonable rates and reparation. 
No. 12283. Wilson & Co.. Inc., Chicago, vs. Director General Payne. 
Chicago & Alton et al. 
Against rates of 95c after June 25, 1918, and $1.32% after 
August 26, 1920, on frozen bones from Kansas City to Camden, 
N. J., as unjust and unreasonable because and to the extent 0 
the excess over rates on bones N. O. I. B. N. Asks for cease 
and desist order and reparation. 7 
No. 12284. Wilson & Co., Inc., of Oklahoma, et al. vs. Director Gen 
eral Payne, C. R. I. & P. et al. Fi 
Against a rate of 87.75¢c on fresh meat prior to June 25, 191 4 
and $1.09% after June 25, 1918, to April 24, 1920, as unjust an 
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ADMIRAL LINE PREDOMINATES 


Our fast combination freight and passenger vessels and exclusive freight 
carriers, operating on a consistent frequent schedule, traverse the ocean 
highways of the Pacific from Nome, Alaska, to Corinto, Central America, 
and from the Pacific Coast to the Orient, providing adequate facilities for 
= American shipper and traveler, via an one hundred per cent American 
ervice. 


NEW AMERICAN TRANSPACIFIC HIGHWAY 
Seattle to the Orient 


2 of the 5 new U. S. S. B. combination freight and passenger vessels— 
585 feet long—21,000 tons—559 passengers—to be operated in this service, 
have been delivered to this company, and sail from Seattle to the Orient 
as follows: 


S. S. WENATCHEE _.....cccccccccccccccsceccce April 9 
S. S. KEYSTONE STATE..........cecccscccccces May 14 
S. S. WENATCHEE  .......cccccccccccccccccece June 11 


The other three will be placed at the disposal of our patrons as soon as 
completed. 


SPECIAL ’ROUND AMERICA SERVICE—via the Panama Canal. 
As each of the five United States Shipping Board vessels allocated to 
this company for operation in the New American Transpacific Highway 
Service are delivered at New York, a Special "Round America Trip will 
be arranged. 

The first of these vessels, the S. S. WENATCHEE, leaves New York 
March 12 for Seattle-Tacoma, with stopovers en route at Havana, Cuba; 
Cristobal, Balboa, Los Angeles and San Francisco—arriving at Seattle- 
Tacoma April Ist. 

The second of these U. S. S. B. vessels, the S. S. KEYSTONE STATE, 
leaves New York April 15 with the same itinerary as the S. S. 
WENATCHEE. Subsequent sailings of the balance of the five U. S. S. B. 
vessels will be announced as soon as the vessels are ready for operation. 


on the Pacific 
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PUGET SOUND—Trans Pacific Service 


Regular Sailings (Freight Only) 


U. S. S. B. Class A-1 steel vessels between 
Seattle, Tacoma and Yokohama, Kobe, Shanghai, 
Hong Kong, Dairen, Vladivostok, Manila and 
Singapore. 


COLUMBIA RIVER—Trans Pacific Service 


Regular Sailings (Freight Only) 
U. S. S. B. Class A-1 steel vessels between 
Portland and Yokohama, Kobe, Shanghai, Hong 
Kong, Dairen, Vladivostok and Manila. 


Ship and Travel Under 
The American Flag 











Seattle, Wash. 
L. C. Smith Bldg. 


tlements, Philippine Islands, 


PUGET SOUND—California Service 


Frequent Sailings (Passenger and Freight) 
Coastwise service between Seattle, Tacoma, 
Victoria,* Vancouver, San Francisco, Los Angeles 
and San Diego. SS Admiral Dewey 
SS President SS Queen 
SS Governor SS Admiral Evans 
SS Admiral Schley SS Admiral Sebree 


PUGET SOUND—Alaska Service 


Regular Sailings (Passenger and Freight) 


Puget Sound to all points in Southeastern 
and Southwestern Alaska. 
SS City of Seattle 
SS Spokane 


SS Admiral Watson 
SS Admiral Goodrich SS Admiral Rodman 


CALIFORNIA—Mexico and Central America Service 


Regular Sailings (Passenger and Freight) 


San Francisco and Los Angeles to all west 
coast ports of Mexico and Central America. 
SS Senator SS Admiral Farragut 


GENERAL OFFICES 


Shanghai 
53 Szechuen Road 


Los Angeles, Cal. 
322 Citizen’s Bank Bldg. 


San Francisco, Cal., 112 Market Street. 


H. F. Alexander, President 
C. Cantelow 
Asst. General Mer. 


H | 





Pp 


E. G. MecMicken 
Passenger Traffic Mgr. 


L. L. Bates, Foreign Freight Agent, Seattle. 


75 INDIVIDUAL ADMIRAL LINE AGENCIES in the United States, Alaska, Hawaiian Islands, The Straits Set- 
China, Japan, Siberia, Mexico and the Central Americas. 


L LINE 


PACIFIC 


OREGON—CCalifornia Service 


Regular Sailings (Passenger’and Freight) 


San Francisco, Eureka, Coos Bay, Marshfield, 
Astoria, Portland. 
SS Curacao 


EAST COAST—West Coast Service 


Regular Sailings (Freight Only) Via Panama Canal 


Boston and Philadelphia to Los Angeles, San 
Francisco, Portland, Tacoma, Seattle, Victoria 
and Vancouver. 8,800-ton Vessels of the North 
Atlantic and Western SS Company. 


ROUND! THE! WORLD SERVICE 


Regular Sailings (Freight Only) 


Agents on the Pacific Coast, Philippine Islands, 
Straits Settlements, China, Japan and Siberia 
for Barber Steamship Line service, New York to 
the Orient and ’round the world. 










New York City 
17 State St. 


Tacoma, Wash. 

Perkins Bldg. 
Portland Ore., 101 Third St. 

A. F. Haines, Vice-President and General Manager. 


. J. Wright 
Freight Traffic Mer. 
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unreasonable to the extent that they exceeded 6544c and 82c. 

Asks reparation. . 
No. — Corona Coal Co., Birmingham, Ala., vs. Texas & 7 

et al. a 

Unduly prejudicial rates from the Warrior coal field in Alabama 
to destinations in Louisiana on soft coal in comparison with rates 
from Brilliant, Ala., and West Kentucky coal fields to the same 
destinations. Asks for non-prejudicial rates. : 

No. 12286. Democrat Printing Co. et al., Tulsa, Okla., vs. Director 
General Payne, Ahnapee & Western et al. : 

Unjust and unreasonable rates on newsprint paper from points 
in Minnesota and Wisconsin to Tulsa and Sand Springs, Okla. 
Asks for reasonable rates and reparation. . 

No. 12287. Gulf City Mfg. Co., Mobile, Ala., vs. Director General 
Payne, as agent. 

Against a rate of $6.50 per ton on three carloads of oyster shells 
from Apalachicola, Fla., to Mobile, Ala., as unjust and unreason- 
able to extent that it exceeded $2.70 per ton. Asks for reparation. 

No. 12288. Jiffy Desert Co., Waukesha, Wis., vs. Director General 
Payne, C. & N. W. et al. ' 

Unjust and unreasonable rates on sugar from Salt Lake City 
to Waukesha because in violation of fourth section. Asks for 
reasonable rates and reparation. 

No. 12289. C. N. Dietz Lumber Co. et al., Omaha, Neb., vs. Director 
General Payne, Colorado & Southern et al. 7 

Unjust and unreasonable rates on soft coal from points in Colo- 
rado, Illinois, Pennsylvania, West Virginia and Wyoming to des- 
tinations in Iowa, Wyoming and Nebraska. Asks reparation. 

No. 12290. Midland Linseed Products Co., Edgewater, N. J., vs. 
Director General Payne, Erie et al. 

Unjust and unreasonable combination rates on oil meal from 
Edgewater, N. J., to North Hammond, Ind., and Chicago, Ill., for 
Chicago proper and for reshipment. Asks for reasonable rates 
and reparation. 

No. 12291. Sharon Coal Co. et al., Peoria, Ill., vs. Director General 
Payne, Chicago & Alton et al. 

Unjust and unreasonable rates on soft coal from June 25 to 
October 5, 1918, from mines in Illinois to Peoria. Asks for 
reparation. 

No. 12292. Carnie-Goudie Mfg. Co., Kansas City, vs. Director General 
Payne, as agent. 

Unjust and unreasonable rates on gas masks from Norfolk, Va., 
to Kansas City. Asks for reparation. 

No. 12293. W. L. Moody Cotton Co., Galveston, Tex., vs. Director Gen- 
eral Payne, I. & G. N. et al. 

Unjust and unreasonable rates on 97 bales of uncompressed 
cotton from Womble, Ark., and 527 bales from Gurdon, Ark., to 
Galveston. Asks for reparation. 

No. Lang Calivada Fertilizer Co., Los Angeles, vs. Southern Pacific 
et al. 

bo a and unreasonable rates on animal manures and other 
fertilizers from points in California south of Mojave and Santa 
Barbara to Kodak, Perth and Lovelock, Nev. Asks for reparation. 

No. 12295. West Virginia Pulp and Paper Co., Inc., New York, vs. 
Director General Payne, as agent. 

Against a rate of $3.30 per net ton on 97 carloads of broken 

limestone from Thomasville, Pa., to Tyrone, Pa. Asks for repara- 


tion. 
No. 12296. International Paper Co., New York, vs. Director General 
Payne, as agent. 

Unjust and unreasonable demurrage charges on shipments of 
coal, pulpwood and sulphite pulp delivered to track of complainant 
at Wilder, Vt. Asks for reparation. 

No. —, a Biscuit Co., Omaha, vs. Director General Payne, Mo. 
ac. et al. 

Unreasonable rates on crackers and cookies from Omaha to St. 
Joseph, Mo., and Kansas City, Mo., and Topeka, Kan. Asks for 
reparation. 

No. 12298. Omaha Lumber and Coal Co. et al., Omaha, vs. Director 
General Payne, as agent. 

Unjust and unreasonable rates on anthracite coal from points of 
origin in Colorado to Omaha, South Omaha and Fremont, Neb., 
and Kiron and Council Bluffs, Ia. Asks for reasonable rates and 
reparation. 

No. A yh Swift & Co., Chicago, vs. Director General Payne and 

Unjust and unreasonable rates on four carloads of iron car 
wheels from South Omaha to Kansas City. Asks for reparation. 

No. — Kansas, Oklahoma & Gulf Ry. Co. vs. St. Louis-San Fran- 
cisco. 

Asks for certificate of public necessity and convenience to per- 
mit complainant to continue using terminal and tracks of defend- 
ant at Joplin, Mo., or in alternative that a certificate be issued 
authorizing it to build a track from Baxter Springs, Kan., a dis- 
tance of about six and one-half miles, to a connection with the 
M. K. & T. so as to reach its terminals. 

No. 12301. Albert Lea Packing Co. et al., Albert Lea, Minn., vs. 
Director General Payne. 

Against a rate of $1.34 per 100 Ibs. on fresh meat from Albert 
Lea, Minn., to Oklahoma City as unjust and unreasonable because 
and to the extent it exceeded a rate of $1.095. Asks for repara- 


tion. 
No. P me pemeur & Co. et al., Chicago, vs. Chicago Junction Ry. 
So. et al. 


Against the rates on green bones from Ft. Worth and other 
packing-house centers to Camden, N. J., as unjust and unreason- 
able. Asks for reasonable rates and reparation. 

No. 12303. Edwin H. Sayre et al., New York, vs. Director General 
Payne, Central of N. J. et al. 

Against a rate of 26c on canned tomatoes from Greenwich, 

N. J., to New York as unjust and unreasonable. Asks reparation. 
No. — Indiana Brick Manufacturers’ Association vs. A. T. & S. F. 
et al. 

Unjust and unreasonable and unjustly discriminatory rates on 
brick and hollow building tile from the Wabash Valley group in 
Indiana in comparison with rates from the Danville group in 
Illinois. Asks for reasonable and non-discriminatory rates. 

No. 12305. Armour & Co., Chicago, vs. C. B. & Q. et al. 

Against rates on 45 cars of sheep pelts and green salted hides 
from Denver to Chicago as unjust and unreasonable. Asks for 
reasonable rates and reparation. 

No. 12306. E. W. Fallini, Arrowhead, Nev., vs. Southern Pacific et al. 

Unjust and unreasonable rates on animal manure from Cali- 
fornia points to Arrowhead. Asks for reasonable rates. 

No. 12307. Hydraulic-Pressed Brick Co. et al., St. Louis, vs. Director 
General Payne, as agent. 

Unjust and unreasonable rates on brick from Brazil and Cayuga, 
Ind., Buffville, Kan., to Lincoln and Norfolk, Neb., and Sheridan, 
Wyo. Asks for reasonable rates and reparation. 

No. 12308. Nebraska Bridge Supply and Lumber Co., Omaha, vs. Di- 
rector General Payne. 

Unjust and unreasonable rates on cedar posts from Eureka 


No. 


No. 


No, 


No. 
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Springs and other points in Arkansas to destinations in Nebraska 
and Kansas. Asks for reasonable rates. 
12309. Newton Cotton Oil Co., Newton, Miss., vs. Director Gen- 
eral Payne, Alabama & Vicksburg et al. 

Alleges illegal imposition of demurrage charges on Carloads of 
aes by reason of disregard of embargo. Asks for repara- 

on. 

12031, Sub. No. 2. Republic of France vs. Director General Payne, 
Lehigh Valley et al. , 

Unjust an dunreasonable storage rates on wire at New York, 
Asks reparation. 

12310. The Buhler Mill and Elevator Co., Buhler, Kan., vs. Di- 
rector General Payne, as agent. ; 

Unjust and unreasonable rates on flour and other grain products 
from Buhler, Kan., to destinations in Missouri, Florida, Georgia, 
South Carolina, Illinois, Ohio, Michigan and New York. Asks 
reparation. 

12311. Swift & Co., Chicago, vs. Director General Payne, as agent. 

Unjust and unreasonable rates on fertilizer from Cleveland, 0,, 
to Minford, O., Asks reparation. 

12312. Armour & Co. vs. A. T. & S. F., Payne et al. _ 

Unjust and unreasonable rates and weights on tin cans from 
Kansas City to Ft. Worth. Asks just and reasonable rates and 
reparation. 

12313. Swift & Co. vs. Director General Payne, as agent. 

Unjust and unreasonable rates on coal screenings from points 
in Illinois to Sioux City, Ia. Asks for reparation down to basis of 
subsequently established rates. 

12314. Swift & Co. vs. Director General Payne, as agent. 

Unjust and unreasonable rates on cottonseed oil from East 
Point, Ga., and Lakewood Station, Ga., to Atlanta, Ga. Asks for 
reparation down to basis of subsequently established rate. 

12315. J. D. Sugg et al., San Angelo, Tex., vs. C. R. I. & P. etal. 

Unjust and unreasonable rates on stock cattle from Suggs and 
San Angelo, Tex., to Chickasha, Okla. Asks for reparation down 
to basis of subsequently established rate. 


12316. Swift & Co. vs. Director General Payne, as agent. 

Unjust and unreasonable minimum charge of 75c applied to 
shipments of fresh meat, packing house products and other com- 
modities shipped from East St. Louis, Ill., in peddler cars to 
points in Kentucky, Tennessee, Mississippi and Virginia. Asks 
reparation. 


12317. Lackawanna Steel Co., Lackawanna, N. Y., vs. Director 
General Payne, as agent. 

Unjust, unreasonable and unduly prejudicial intra-terminal 
switching charges at the Ellsworth Collieries Co. at Ellsworth, 
Pa., on bituminous coal. Asks reparation. 

12318. The Grasselli Chemical Co., Cleveland, O., vs. N. Y. C., 
Payne et al. 

Unjust and unreasonable rates on pyrites ore from DeKalb 
Junction, N. Y., to Newcastle, Pa. Asks for just and reasonable 
joint through rate and reparation. 


- 12319. California Sugar and White Pine Co., San Francisco, vs. 


Director General Payne, as agent. 

Unjust and unreasonable charges on lumber from points in Cali- 
fornia to destinations in the province of Ontario, Can., by reason 
of defendant’s discounting claims at rate of exchange between 
United States and Canada at the time charges were collected at 
destination. Asks for reparation. 

12320. Republic of France vs. Director General Payne, as agent. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
diciai rates on steel plates and steel rails from Galveston, Tex., to 
New Orleans, La. Asks for reparation down to basis of subse- 
quently established rate. 

12321. Gilpin, Langdon & Co., Inc., Baltimore, Md., vs. Director 
General Payne, as agent. 

Unjust and unreasonable rates on pyrethrum flowers or insect 
powders from Seattle and Tacoma to Baltimore. Asks reparation 
down to basis of subsequently established rate. 

12321, Sub. No. 1. McCormick & Co., Inc., Baltimore, Md., vs. 
Director General Payne, as agent. 

Same prayer and complaint. 

12322. Meridian Fertilizer Factory, Inc., Shreveport, La., vs. 
Director General Payne, as agent. 

Unjust, unreasonable, unduly prejudicial and preferential rates 
on fertilizer from Shreveport to Hand and Lockwood, Mo., and 
Hiattville, Kan. Asks for reparation. 


. 12323. Edgar C. Foster, Peoria, Ill., vs. Chicago & Alton, Payne 


et al. 

Unjust and unreasonable rates on straw from points in Illlinais 
to Peoria. Asks for reparation. 

12324. Wofford Oil Co., Birmingham, Ala., vs. Houston & Brazos 
Valley, Payne et al. 

Unjust, unreasonable and unjustly discriminatory rates on gaso- 
line from Bryanmound and Freeport, Tex., to Birmingham, Ala. 
a for reparation down to basis of subsequently established 
rate. . 

12325. Wasatch Coal Co. et al., Salt Lake City, Utah, vs. Director 
General Payne, as agent. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on run of mine and nut bituminous 
coal from mines in Utah to Salt Lake City. Asks for reparation. 


- 12326. The Wichita Board of Commerce et al., Wichita, Kan., VS. 


Santa Fe, Payne et al. } 
Unjust, unreasonable, unduly preferential rates on non-alcoholic 
cereal beverages from points in Minnesota, Wisconsin, Illinois and 
Missouri, taking St. Paul, Chicago, Peoria or St. Louis rates and 
Denver, Colo., to Kansas City, Mo., and Wichita, Kan. Asks for 
just and reasonable rates and reparation. 
12327. A, B. Smith and A. B. Smith Lumber Company vs. C. ™. 
& G. et al. 

Unjust and unreasonable milling in transit rates on logs at 
stations on its lines and unjustly discriminatory compared with 
reshipping rates from the shippers located on southern lines of 
the Illinois Central proper. Ask for a just and reasonable scale 
of rates to apply on logs from stations on its lines to Bondurant, 
Ky., when for manufacturing and reshipment by the C. M. & G. 
or the Illinois Central, not in excess of the rates contemporaneously 
maintained for like distances on the Illinois Central and repara- 
ior sie 
12328. Jeremey Fuel & Grain Company et al., Salt Lake City, 
Utah, vs. Director General, as Agent. 

Against a rate of $1.25 per net ton on bituminous coal from 

points of origin in Utah to Salt Lake City as unreasonable rate 0 
$1.35. Asks for reparation of $7,000. . 
412329. Oliver Iron & Mining Company, Arcturus, Minn., vs. Du- 
luth, Missabe & Northern et al. Unjust and unreasonable rates 
on crude iron from Arcturus to Bovey during the period from 
June 25 to October 8, 1918. Asks for reparation of $95,394.26. 
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Start Shipments Right 


The American Railway Express Company, in its Right Way campaign now in progress, 


urges upon shippers the importance of ‘“‘starting shipments right.’’ From December, 
1919, to November, 1920, loss and damage claims to the number of 1,858,130 were filed 


against the express company. 
Class | railroads paid more than $106,000,000 in 


1919 in loss and damage claims. 


Shippers should co-operate in the elimination of 


this wastage by properly preparing packages for 
shipment. An ideal time for studying better 
packing methods is now, when shipping depart- 
ments are not rushed with work. 


4-ONE BOXES 





are a real aid to better packing, and represent 
an important element in the prevention of such 
losses. 


Each 4-ONE box is bound with steel binding 
wires stapled to the sides, top and bottom. When 
properly closed the ends of each binding wire 
are securely twisted together and the combined 
holding power of every wire is obtained. 


Use either of the closing tools shown below. A 


single operation makes the twist and automat- 
ically removes the rough ends of the binding 
wire. Knock the twist down against the side of 
the box as illustrated above. 


The February issue of 4-ONE TALKS is now 
ready. It contains an article relating to the 
4-One Laboratory, which should be of interest 
to all carriers and shippers, and will be sent on 
request. 


Use Either of These Closing Tools 


Patent Applied For 
Bauwens Toggle Twister 


Patent Applied For 
Bruce Twister 


Either tool makes uniformly good twists with smooth ends. No other tool does the work so well. 





4-One Box Makers Association 


Dept. A, Conway Bidg., Chicago 
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Docket of the Commission 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

Mere 14—Lincoln, Neb.—Examiner Gaddess 
se omer Brick and Supply Co. of Léncoin vs. Director Gen- 
e 
11727— Western .! _# Gravel Co. vs. Director General, C. B. & 


March 14—Indianapolis, rey wee Keene: 
12032—Link-Belt Co. et al. vs. P. C. C. & St. L. et al. 


March 14—Philadelphia, Janie nD tan Kephart: 
12142—John Buckland, trading as National Slag Co., vs. Director 


General. 
11188—Sterling Lumber Co. vs. Pennsylvania Western Lines et al. 


March 14—Seattle, Wash.—Examiner Disque: 
eee Wood Pipe Co. vs. Oregon-Washington R. R. & 
av. Co. et 
12097—-George F. Ambrose vs. Director General. 
as * ~y — Sussman, doing business as Tacoma Junk Co., vs. 
or. Pac. 


March 14—Atlanta, Ga.—Examiner Woodrow: 
12095—Empire Cotton Oil Co. vs. A. C. L. et al. 


March 14—Helena, Ark.—Examiner Seal: 
12115—Helena Traffic Bureau et al. vs. Mo. Pac. et al. 


March 14—Chicago, Ill—Examiner Mackley: 
10927—Silica Sand Producers’ Traffic Assn. of Illinois va. C. B. & 


Q. et al. 
11940—Great Lakes Dredge and Dock Co. vs. Illinois Central et al. 


a 14—El Paso, Tex.—Examiner Edd 
. and S. 1291 and first supplemental or br—Trensfer of gs r ous 
Group J points to Group G basis to north Pacific coast po 


March 15—Seattle, Wash.—Examiner Disque: 
11982—A. and C. Mill Co. et al. vs. Director General, Aberdeen & 
Rockfish et al. 
12074—Mitsui & Co. vs. Great Northern et al. 


March 15—Chicago, Ill—Examiner Mackley: 
10526—Anaconda Copper Mining Co. et al. vs. Ann Arbor et al. 
105¢1—American Smelting and Refining Co. et al. vs. Ann Arbor 


March 15—Birmingham, Ala. —Examiner Woodrow 
12064—Birmingham Packing Co. vs. Illinois Central et al. 
12112—Sloss ‘Sheffield Steel and Iron Co. vs. Director General. 


March 16—New York, N. Y.—Examiner Kephart: 
eee peceny Worsted Mills et al. vs. Boston & Albany et al. 
12072—The Barrett Co. vs. Pennsylvania et al. 

March 16—Parkersburg, W. Va.—Examiner Keene: 
12056—The Parkersburg Rig and Reel Co. vs. B. & O. et al. 
12103—The Parkersburg Rig and Reel Co. vs. Texas & ‘Pac, et al. 
12126—The Parkersburg Rig and Reel Co. vs. & & O. e 
12138—The Parkersburg Rig and Reel Co. vs. M. K. & t et al. 


March 16—Nashville, Tenn.—Examiner Seal: 
12122—Traffic Bureau of Nashville, Tenn., vs. Louisville & Nashville 


et al. 
12102—Allfeed Milling Co. et al. vs. Louisville & Nashville et al. 


March 16—Omaha, Neb.—Examiner Gaddess: 
12129—Nebraska Bridge Supply and Lumber Co. vs. Director Gen- 
eral, as agent. 
12101— Western Newspaper Union vs. Adirondack & St. Lawrence 


March 16—Seattle, Wash.—Examiner Disque: 
12094—Bloedel Donovan Lumber Mills et al. vs. Ann Arbor et al. 
March 16—Argument at Washington, D. C.: 
11497—Owensboro Chamber of Commerce et al. vs. Louisville, Hen- 
derson & St. Louis et al. 
i —— ea Produce Assn. vs. Director General and Michigan 


March 17—Chicago, Ill.—Examiner Mackley 
ne Superior Paper Co., Ltd., et <1 vs. Ahnapee & Western 


t al. 

12108 Western Traffic Assn. vs. C. & N. W. et al. 

11950—Minnesota & Ontario Paper Co. et al. vs. Northern Pac. et al. 
March 17—New York, N. Y.—Examiner Kephart: 

12104—Midland Linseed Products Co. vs. Erie et al. 

12099—-La Prestre Miller Stock Farms, Inc., vs. Erie. 
March 17—Argument at Washington, D. C.: 

bg oy eg -Hogg Lumber Co. et al. vs. Portland Ry. Light and 


Power Co. 
11314 Builders? Brick Co. et al. vs. A. T. & S. # et al. 
11633—Ridge Coal Mining Co. vs. Mo. Pac. et al. 
igan Central. 
March 18—Portland, Ore.—Examiner Disque: 
12023—Ellison-White Chautauqua System of Portland, Ore., vs. Ari- 
zona Eastern et ~* 


March 18—New York, Y.—Examiner Kephart: 
12116—The American ym Chemical Co. vs. Director General. 
12189—The American Agricultural Chemical Co. vs. Director General. 


March 18—Argument at Washington, D. C.: 
11209—Peerless Portland Cement Co. vs. Director General and Mich- 
be 7 Ng wo 7 & Mitchell, Inc., vs. Director General and Grand Rap- 
id ndiana 
11425—John Kline Brick Co. vs. New York Central et al. 


March 18—Chattanooga, Tenn.—Examiner Seal: 
12070—Purity Extract and Tonic Co. vs. Alabama & Vig et al. 
12133—Monarch Mills vs. Central of Ga. and Director General 
nacet 19—San Diego, Cal.—Examiner Eddy: 
2016—San Diego ng Arizona Ry. Co. vs. A. T. & 8. F. Ry. et al. 
a... 19—Grafton, W. Va.—Examiner Keene: 
12145—Fairmont and Cleveland Coal Co. vs. B. & O. et al. 
March 19—Des Moines, Ia.—Examiner Gaddess: 
12057—Corn Belt Packing Co. et al. vs. Ann Arbor et al. 
March 19—Argument at Washington, D. C.: 
11542—Parkersburg Rig and Reel Co. vs. A. T. & S. F. et al. 
11887—Upjohn Co. vs. Grand Trunk Western et al. 





11487— Michigan Builders’ Supply Co. vs. Grand Trunk Ry. of Canada 


March 18—Portland, Ore.—Examiner Disque 
1. and S. 1288—Regrouping and Geseription of lumber articles from 
Pacific coast points. 


March 19—Montgomery, Ala.—Examiner Weed: 
12058.-Alabama Georgia Syrup Co. vs. A. c. L. et al. 
March 21—Nashville, Tenn.—Examiner Seal 
12132—In the matter of intrastate rates and charges in the State 
of Tennessee. 


March 21—Argument at Washington, D. C.: 
11399—Mitsui & Co., Ltd., et al. vs. Great Northern et al. 
11535—Atlantic Refining Co. vs. New York Central et al. 
11585—Harper, Marshall & Thompson Co., Inc., vs. Director General. 
11592—W. R. Grace & Co. vs. Great Northern et al. 
March 21—Albany, N. Y.—Examiner Kephart: 
11623—In ty matter of rates, fares and charges of the New York 
Central R. R. Co. and other railroad companies in the state of 
New York. (Reopened for further hearing as to Fonda, Johnstown 
and Gloversville rates, fares and charges.) 


March 21—Chicago, Ill._—Examiner Mackle 
12046—Armour & Co. vs. Wabash et al. Yor further hearing). 


March 21—New Orleans, La.—Examiner Woodrow: 
11892—United States War Dept., Inland Waterways, Mississippi- 

Warrior Service vs. Abilene & Southern et al. 
11893—United States War Dept., Inland Waterways, Mississippl- 

Warrior Service vs. Abilene & Southern et al. 


March 21—Los Angeles, Cal.—Examiner Eddy: 
12079—H. P. Jones vs. Director General, as agent, Sou. Pac. Co. 


March 21—Chicago, til.—Examiner Quirk: 
* 11703—In the matter of intrastate rates. within the State of Illinois. 


Moree ane. Ill.—Examiner Mackley 
11947—Armour & Co. vs. ae of Georgia et al. 
11947 (Sub. No. 1)—Armour & Co. vs. Mo. Pac. et al (both for 
rther hearing). 
March 22—Argument at Washington, D. C.: 
11619—Acme Cement Plaster Co. vs. St. L.-S. F. and Director Gea- 


eral. 
11621—Acme Cement Plaster Co. vs. Pere Marquette et al. 
vor (Sub. No. 1)—Acme Cement Plaster Co. vs. Pere Marquette 


t al. 

11773—Philip Carey Mfg. Co. et al. vs. Alabama & Vicksburg et al 
bi Abrasive Co. vs. Grand Trunk of Canada and Director Gea- 
. 

March 23—Argument at Washington, D. C.: 

1. and S. 1289—Switching between industries and connecting lines at 
Mason City, Ia. 

11303—Farris Hardwood Lumber Co. et al. vg. Nashville, Chatte- 
nooga & St. Louis and Director General. 

11402— Parris Hardwood Lumber Co. et al. vs. Tennessee Central 


March 23—Chicago, Ill.—Examiner Mackley: 
1. and S. 1298—Fresh meats and dressed poultry from Ohio river 
crossings to southeastern points. 


March 23—Detroit.—Examiner Gaddess: 
11980—Michigan Railroad Co. vs. Pere Marquette et al. (for further 
hearing). 
March 24—Argument at Washington, D. C.: 
bh ag ag Docket 26—In re San Pedro, Los Angeles & Galt Lake 


March 24—Knoxville, Tenn.—Examiner Seal: 
* I. and S. 1307—Coal from Cumberland R. R. to Florida points. 


March 24—Topeka, Kan.—Examiner Disque: 
* 11916—In the matter of Kansas rates, fares and charges (supple- 
mental hearing). 


March 25—San Francisco, Cal.—Examiner Eddy: 
12091—California Western R. R. & Nav. Co. vs. A. T. & 8. F. et al 
bag = ny matter of intrastate express rates within the state of 
ornia. 


March 25—New Orleans, La.—Examiner Woodrow 
ba, tpn & Gamble Co. vs. Cincinnati, ew Orleans & Texas 
acific e 

10600—Procter & Gamble Co. vs. Cincinnati, New Orleans & Texas 
Pacific et al. 

We Sonthgert Mill, Ltd., vs. C. & N. W. et al. 

10405 (Sub. No. 1)—Terminal Oil Mill Co. vs. C. & N. W. et al. 

10405 (Sub. No. 2)—Terminal Oil Mill Co. vs. Director General ané 
Missouri Pacific. 

ee Senenpert Mill, Ltd., vs. Yazoo & Miss. Valley and Director 


10408—Southport Mill, Ltd., vs. Illinois Central et al. 
10409—Southport Mill, Ltd., vs. New Orleans, Texas & Mexico et el. 
10410—Terminal Oil Mill Co. — New Orleans, Texas & Mexico et al. 
10464—Southport Mill, Ltd., vs. Chicago & Alton et al. 
10519—Southport Mill, Ltd., ba Chicago, Peoria & St. Louis et al. 
ae oeeere Mill, Ltd., vs. Erie et al. 

10558—Southport Mill, Ltd., vs. Illinois Central et al. 
10564—-Southport Mill, Ltd., vs. New Orleans, Texas & Mexico et al. 
11974—Southport Mill, Ltd., vs. Baltimore & Ohio et al. 


March 26—Argument at Washington, D. C.: 
11971—In the matter of rates, fares and charges applicable between 
points in the state of Arizona. 
March 26—Washington, D. C.—Examiner Kephart: 
#1. and S. 1305—Green salted hides to southeastern and Carolina 
territories. 
March 28—Toledo, O.—Examiner Gaddess 
{. and S. 1300—Absorption of owitehing charges at Toledo, O. 
March 28—Argument at Washington, D. C.: 
11396—Mason vee <x. Co. vs. Western Pacific et al. 
11396 (Sub. No. 1)—G. H. Goodhue et al. vs. ‘Western, pacife et al. 
March 28—Chicago, Il. —Examiner Mackley 
* 1. and S. 1306—Rough and sawed stone “rom Bedford, Ind. 


en 30—Salt Lake City, Utah—Examiner Eddy: 
1. and S. 1299—Pig iron from southeastern points to Utah. 
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Lariff Information 


Blakely Printing Co. 

418 So. Market St. 
Chicago Railway Printing Co. 

720 So. Dearborn St. 
Excelsior Printing Co. 

732 Federal St. 
The Faithorn Company 

500 Sherman St. 
Faulkner-Ryan Company 

712 Federal St. 
Gunthorp-Warren Printing Co. 

132 So. Clark St. 
Hedstrom-Barry Co. 

618 Sherman St. 
Hillison & Etten Co. 

638 Federal St. 
F. J. Riley Printing Co. 

501 So. La Salle St. 
Henry O. Shepard Co. 

632 Sherman St. 


[HE additional Tariff 
facilities that you will 


need at the last mo- 
ment are in Chicago. 


The plants below have 
a capacity of 40,000 
pages per month. 


Get in touch with one 
or more of them now 
so that you are estab- 
lished as a regular 
buyer in the largest 
tariff market in the 
world. 





Sy 8 Gen ng | ee gamngeaming-oLF ain 


ee at: 


DIN in ly ghar eed bar 


584 THE TRAFFIC WORLD 


April 1—Argument at Washington, D. C.: 
* 1. and S. 1266—Smelter products from Nevada and Utah. 
* i. and S. 1293—Handling charges at Louisiana ports. 


Agri! 2—Argument at Washington, D. C.: 

*j. and S. 1280—Rail and water rates from Atlantic seaboard territory 
to Texas points. 

* 4. and S. 1287—Iron poles, pipes and connections between Mississippi 
River crossings and Iowa points. 

April 5—Memphis, Tenn.—Examiner Gaddess: 

4. and S. 1303 (first and second supplemental orders)—Rates to, from 
and between points south of the Ohio River, including the Missis- 
sippi Valley. 

April 6—Argument at Washington, D. C.: 

* 10614—Grand Rapids Plaster Co. vs. Ann Arbor et al. 

April 7—Argument at Washington, D. C.: 

* 11756—Bangor & Aroostook et al. vs. Aberdeen & ——— et al. 
* 10387—Empire Steel and Iron Co. vs. C. R. R. of N. J. et al. 


April 8—Argument at Washington, D. C.: 

* 12092—In the matter of rates, fares and charges of the Steubenville, 
East Liverpool & Beaver Valley Traction Co. within the states of 
Ohio and Pennsylvania. 

April 9—Argument at Washington, D. C.: 

* 11110—The Atlas Portland Cement Co. vs. Central Vermont et al. 

* 11110 (Sub. No. 1)—The Atlas Portland Cement Co. vs. Boston & 
Albany et al. 

* 11110 (Sub. No. 2)—The Atlas Portland Cement Co. vs. Bangor & 
Aroostook et al. 

* 11110 —_ No. 3)—The Atlas Portland Cement Co. vs. Maine Cent- 

ral et al. 

— (Sub. No. 4)—The Atlas Portland Cement Co. vs. Rutland R. R. 


+ 


al. 
1110" wr po 5)—The Atlas Portland Cement Co. vs. N. Y. N. H. 


11110 (Sub. ie. 6)—The Atlas Portland Cement Co. vs. B. & M. et al. 

11110 (Sub. No. 7)—The Atlas Portland Cement Co. vs. N. Y. C. et al. 

11110 (Sub. No. 8)—The Atlas Portland Cement Co. vs. C. N. E. et al. 

pril 13—Argument at Washington, D. C.: 

11554—Foster Lumber Co. vs. Director General. 

11792—Swift & Co. vs. C. B. & Q. et al. 

11459—A. M. Todd Co. vs. Ann Arbor et al. 

é. aoe S. 1296—Interchangeable acceptance of 60-trip commutation 
tickets. 

April 14—Argument at Washington, D. 

* 11187—Henry W. Peabody & Co. vs. C. Oe & St. P. Ry. et al. 

* 11268—Ringwood Company vs. Erie R. R. et al. 


aeeapeee 


INTERSTATE COMMERCE 


Official transcripts of the testimony taken in proceedings 


of the Commission (see Docket of the Commission in each 
issue of The Traffic World) throughout the country except 
Washington can be had only from The State Law Reporting 


DIRECTORY OF ATTORNEY 


CHAS. E. WALLINGTON 


Attorney at Law and Counsellor in 
interstate and Foreign Commerce 


Specialist & Goemeer 
Rate An: s—Cla: 
nn 971 SPITZER BLDG. 


Trackage Arrangements—Demurrage TOLEDO, OHIO 
General Matters Relating to State, 
Interstate and Foreign Commerce 


Hickox Bldg., 


GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Washington, D. C. 
Telephone Main 2702 


GEO. T. BELL 


COMMERCE COUNSEL 


1919-1921, Executive Vice-President, North- 
ern West Virginia Coal Operators’ "Associa- 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909- 1919, 
Commerce Counsel for various commercial 
organizations and shippers of Missouri River 


Seuthern B 


cities. Specialty 


MUNSEY BUILDING, WASHINGTON, D. C. 


Leo Wing 


CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 


ARTHUR B. HAYES 
ATTORNEY AT LAW 


Colorado Bullding, Washington, D. C. 
‘Former Member of the Department of Justice as 
Solleitor of Internal Revenue 


Interstate Commerce Litigation 41] state Commerce and State Commissions and 


Vol. XXVII, No. 11 


* 11359—Wharton Steel Co. vs. Pa. R. 

* 11360—Mount Hope Mineral R. R. bo. ng ren IR, R. of N. J. et al. 
April 14—Argument at Washington, D. C.: 

* 11490—Chicago Sand and Gravel Producers et al. vs. A. T. & S F. 


et al. 
* 11455—Manufacturers’ Assn. of York, Pa., vs. Pa. R. R. et al. 


M., ST. P. & S. STE. MARIE EQUIPMENT 


Authority to assume obligations imposed by a conditional 
sale equipment trust agreement covering equipment estimated 
to cost not more than $3,402,411 is asked by the Minneapolis, 
St. Paul & Sault Ste. Marie Railway Company in an application 
filed with the Commission. Under the agreement $902,411 will 
be paid in cash and $2,500,000 will be payable in ten equal an- 
nual installments of $250,000 each on March 1 in each year from 
1926 to 1935, inclusive. The deferred payments will be evidenced 
by 6% per cent notes of $1,000 each. The notes will be disposed 
of at a price that will yield 97% per cent of the $2,500,000, and 
the difference between the sum realized from the notes and their 
face value will be paid in cash by the carrier. The equipment to 
be acquired consists of 500 box cars, 400 stock cars, 250 refrig- 
erator cars and 3 dining cars. 


LOAN TO A. & V. RY. 

The Commission has approved a loan of $1,564,000 to Ala- 
bama & Vicksburg Railway Company, to enable it in meeting its 
maturing indebtedness, aggregating $1,936,900, and in providing 
itself with additional locomotives at a total estimated cost of 
$340,000. The carrier itself is required to finance about $715,000 
to meet the loan of the government. 


LOAN FOR C. R. I. & P. 

The Chicago, Rock Island & Pacific has filed an application 
with the Commission for a loan of $1,905,000 from the revolv- 
ing fund for five years to redeem that amount of first mortgage 
5 per cent bonds of its subsidiary, the Cedar Rapids, Iowa Falls 
& Northwestern, which mature on October 1. 


COMMISSION HEARINGS 


Company, official reporters to the Commission, Woolworth 
Building, New York City. 

The charge, as fixed by the Commission, is 12% cents per 
page for each copy furnished. 









PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, Interstate 
Commerce Commission, me = thereto engaged in the 
practice of law at Louisville, Ky.) 

Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
Federal Courts. 


CLEVELAND, O. 701-706 WOODWARD BLDG., WASHINGTON 





Wilbur LaRoe, Jr. 


Commerce Counsel! 


Southern Bullding Washington, D. Cc. 


EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Building, 
St. Louis, Mo. 


Special attention to matters before Inter- 


railroad and rate litigation and claims. 





Harvey B. M. Wilds 


WILDS AND WING 
ATTORNEYS AND COUNSELORS 


Seven years’ experience in all branches 
of transportation 

Penobscot Bidg. DETROIT, MICH. 
Phone Cherry 638 


CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


All Traffic and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


McGLONE, Monroe County, West Virginia 
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Min. West Box Company. 


Use 
the 
Trade Mark 


Corrugated 
Fibre-Board 


Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 


Boxes are the best for EXPORT and 
long distance shipping. 


GENERAL OFFICES: 
1337 Conway Building Chicago, III. 


FACTORIES: 


Fairmont, W. Va. 
Cleveland, Ohio Kokomo, Ind. 


Anderson, Ind. 
Chicago, III. 


We operate our own boxboard and strawboard mills 
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RUN 
LTON R AILS 


STAND i ‘0. OF INDIANA ¥200 


Maintenance Records 


Tell the Story 


The real value of a car is not its contract price. It is measured by the 
mileage attained and the time and money spent in the repair shop. 


“G A” cars have the rugged strength, durability and reliability that 
appeal to purchasing agents and engineers of great railroads and cor- 
porations maintaining their own cars. 


Above is a U. S. Railroad Administration standard, composite, drop- 
bottom gondola, with extra heavy construction throughout, built for the 
Standard Oil Company of Indiana, to operate on the Chicago & Alton 
Lines. 

The Company builds all types of cars—flat, box, gondola, stock, hopper 
and specialty cars for industrial and inter-plant use. 





Consultation with the Company’s engineering staff entails no obiiga- 
tion. This service is free to car buyers and car users everywhere. Write 
the address below. 


fERIGAN GARGOMPANY 


Subsidiary of the General American Tank Car Corporation 


General Offices: Harris Trust Building, Chicago, U. S. A. 


Plants at: East Chicago, Ind.; Sand Springs, Okla.; Warren, Ohio 
Sales Offices: 17 Battery Place, N.Y.; 24 California St., San Francisco 
Cable Address: “‘Gentankar, Chicago”’ 

All Codes 
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Send for our illustrated 
Manual on Wooden Box 
and Crate Construction— 
practical—complete— 
authoritative. y. 4 


| 200 pages—$3.50 
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Good Wood Boxes ask no favors from man or weather. 


In storage or in transit, they stand up under rough treatment and exposure. 
They can be piled to the roof without cave-in or damage to contents. 


In switching freight cars, loosely loaded with steel rods, farm implements 
and the usual assortment of mixed freight, the sturdy sides of a wood box ward off many a 
crushing blow. Hooks or falls may mar the surface but cannot injure the well-packed goods 
within. If damaged, Wood Boxes may be easily repaired. Grease and oils on the car floor 
do not soak through. 


Whether you ship canned goods or dry goods, machinery or musical 
instruments, butter or bottles, for maximum protection pack your product in Good Wood Boxes 
and earn the good will of your trade. 


ood Wood Boxes 


Backed by the National Association of Box Manufacturers 
GENERAL OFFICES 
1553 CONWAY BUILDING, CHICAGO 
New York: Eastern: outheastern: 
17 WEST 46th STREET 433 CALVERT BLDG., 210 WALTON BLDG. 
New York. N. Y. Baltimore. Md. Atlanta. Ga. 


New England: 
1013 SCOLLAY BLDG.. 
Boston, Mass. 
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| LUCKENBACH LINES 
Express Freight Service 





Twin Screw American Steamers 


U. S. Mail Steamers 








New York Hamburg 
New York 


Philadelphia Rotterdam Amsterdam 


Piiladciphia| Port of Los Angeles San Francisco 





Rotterdam Amsterdam 









’ 





GENERAL OFFICES: 44 Whitehall Street, New York 








I 
| 
| 
CHICAGO, Marquette Building MINNEAPOLIS, Metropolitan Life Building | 
| T. J. McGEOY C. H. DRINKWATER | 
General Western Freight Agent Northwestern Freight Agent 
! | Philadelphia Los Angeles St. Louis San Francisco 
| Lafayette Building Central Building Pierce Building Merchants Exchange 
I —————————————————————————————————— OO ™>—Ey———— 





100% American Premier Fleet 


ATLANTIC-PACIFIC EXPRESS SERVICE 


America’s Coast-to-Coast Direct Fast Freight 


PHILADELPHIA REGULAR SAILINGS 
BALTIMORE FORTNIGHTLY 
SAVANNAH A-1 FAST STEEL 
and MOBILE STEAMERS 
DIRECT TO OFFERING 
LOS ANGELES (San Pedro District) RELIABLE 
SAN FRANCISCO UNEXCELLED 
PORTLAND © FACILITIES 
SEATTLE and SERVICE 


FOR RATES AND PARTICULARS APPLY TO 


ATLANTIC-GULF & PACIFIC STEAMSHIP CORP. 


St. Paul 8476 BALTIMORE 406 Water Street 


SAN FRANCISCO 60 California Street nied an 


Philadelphia Savannah, Ga. New York Parr Terminal 
Drexel Building Savanah Bank and Trust Bldg. 42 Broadway Portland, Ore 


_ Pittsburgh Los Angeles, Cal. Mobile, Ala. Beard of Trade Bids. 
Union Arcade Bldg. 427 Van Nuys Bldg. S. W. Cor. St. Francis & Water Sts. Seattle, Wash. 
L. C. Smith Bldg., 
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